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Flex our muscles. 


These are the Kawasaki 
triples—the muscle bikes. 
E They're quick, they're 
agile, and they've got guts. 

Take the H-2 750 pictured 
at left. Don't be fooled by the 
sleek good looks. This number 
packs quite a wallop: from a 
standing start, it can cover the 

quarter-mile in 12 seconds flat. 

í And you can wind it up to 
126 MPH—if you can find a 
place where it's legal. Because 
the Kawasaki H-2 is the world's 
fastest production street 750. 

See that Kawasaki H-1 500 
in the next column. Logically, 
you wouldn't expect it to 
perform like a 750. But it does! 
Performance figures are just 
a shade below those of our 750. 

What'smore,thehandling 
matches the extraordinary 
performance. À new chassis 
and improved suspension 
package share the honors. 

Next in line, the Kawasaki 
5-2 350. This one thinks it's a 
500. Acts like one, too. 

And last, our S-1 250. This 
little freeway flyer is definitely 
not for your Aunt Maude. 


Although, come to think of it, 
it's light enough for her to 
handle easily. 

If you're looking at 
triples, see your Kawasaki 
dealer. He's got the facts, the 
figures, the machines. And 
you'll find him in the Yellow 
Pages. 

Come flex our muscles. 





Kawasaki H-2 750 

Engine type: 2-cycle, 3 
cylinder, piston port 

Bore & stroke: 71 x 683mm 
Ignition system: electronic CDI 
Max. horsepower (SAE J245): 
71/6800 rpm 

Max. torque: 57.1 ft. 
Ibs./6500 rpm 

Top speed: 126 mph 

S.S. Ya mile: 12.0 sec. 
Transmission: 5 speed/ 
N-1-2-3-4-5 

Brakes: Front disc; rear drum 
Braking distance: 150 ft. at 
60 mph 

Weight: 422 lbs. 


MEMBER MOTORCYCLE INDUSTRY COUNCIL. 


Come out ahead 
on a Kawasaki. 














Superplus! 


the new Commando 850 | * 


Superplus !—The exultant verdict of one independent expert after riding 

the most exciting development yet from the Norton stable. 

Why? 

Not just because of its new dynamic 830cc power unit, with its improved longer life components evolved after 


countless hours of punishing test sessions on road and track, which makes light work of 
standing quarters in the low twelve second bracket and speeds of two miles a minute or more. 


























Not just because of the higher gear which it pulls—for the kind of durability that ensures 
you'll be keeping those miles burning when others have fallen by the wayside. 


Not just because you can now doit all on regular gas—especially you globetrotters. 


But mainly because of its Norton inheritance of rideability and simplicity, ever the 
Norton formula forthe bikes that lead—try one and start pushing back the frontiers. 


(7 For the name of your nearest U.S.A. dealer, write or call ; 
Exclusive Importers and Distributors, 
East of Mississippi River : Berliner Motor Corporation, 
Railroad Street and Plant Road, Hasbrouck Heights, 


New Jersey 07604. (201) 288-9696. 


Commando 850s Exclusive Importers and Distributors, 


. Westof Mississippi River: Norton Villiers Corporation, 
Superplusbikes 6765 Paramount Blvd., North Long Beach, 

California 90805. (213) 531-7138. 
-all with isolastic super-ride 


Featured: Commando Roadster with 

3 gal. steel gastank in candy apple. 
Other color options black and royal blue. 
Also available Commando Interstate 
with 7 gal. long distance steel gastank, 
color options black, midnight blue and 
candy apple. 

All machines fitted Norton-Lockheed 
hydraulic front disc brake. 
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Bultaco quietly 
introduces the 
Alpina for '73 


And that's 

F.X. Bulto, the 
father of the 
Bultaco, putting 
the newest 
Enduro bike 


through its tests. | 


The 217 pound 
Alpina is 
designed with 
geometrically 
perfect balance 
and steering, 
unequaled 
nimbleness and 
a smoothly 
powerful engine 
that produces 
maximum torque 
at a mere 4500 
rpm. Yet, one 


writer has called | 


it "as quiet as a 
field mouse with 


a bad cough.” ® 


Looking for an 
Enduro bike? 
Check out the 
entire Bultaco 
Alpina line, (125, 
175, 250, 350). 
Consistent 
winners, without 
making a noise 
about it. 


EAST: P.O. Box 1065 
Schenectady, N.Y. 12301 
WEST: 2675 Scott Blvd. 
Santa Clara, Calif. 95050 
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EVEN BETTER 
THAN IT LOOKS. 


Way out there, miles and miles 
from anywhere, your motor 
singing in your ears, you really 
find out what touring is all 
about. It’s just you and your 
machine, each counting on 
the other. 

That's when you learn to 
appreciate your Bates Fairing. 
The way it protects 
you from 
rocks and other 
hazards, the 
way it cuts through 
the wind. You're free 
and comfortable...able 
to stay in the saddle for 
hours and still arrive 
refreshed. 

Your Bates Fairing is also 
beautiful. The Fiberglass is laid- 
up by hand, carefully reinforced 
at stress points for just the right 
combination of strength and flexibility. 

Colors are hermetically sealed in with a high-gloss surface finish. 

The Plexiglas shield is a full 3/16" thick...tinted if you like. The headlight 
ring and front strip hiding the shield mount bolts are triple-chrome plated. 
And Bates Fairings are custom designed and fitted to each cycle — not a 

"universal catch-all" Mounting them is a job you can do alone, using simple 
hand tools. 

Cycle Mechanics said in a recent road test, "The styling is excellent. The 
sweeping curves and flawless finish complement the appearance of the bike 
...The Bates Fairing is a good dollar value and, in our opinion, it has more 
tasteful style" We couldn't say it better or agree more. 

Find outfor yourself by ordering your Bates Fairing now — they're available 
for most street and touring machines. 


Give make, model and year of cycle 































































































Fairing UPrimer-$64.50 (Black-$69.50 [JWhite-$69.50  [] Metal Flake-$79.50 














If Metal Flake, specify color: Red O Blue ) Silver Gold O Emerald 
O Apricot C Golden Orange [O Antique Brown 





Striping-Specify color or colors $5.00 extra 





Specify Shield Color: O Clear O Solar Green (Light Blue 
Height of rider, when standing 


Send 50% deposit with order to: Total. 


AGGESSORY HOUSE 20x 1770. LONG BEACH, CALIFORNIA 90801 


Name 





Street 





City State 





U] Complete Bates Catalog available for $1.00. Enclosed free with order. G 
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Editorial 








What They Almost Did 


e The situation was this: tweaked by nig- 
gles of conscience or a desire to do well by 
doing good, the AMA Committee on Safe- 
ty and Engineering made the following rec- 
ommendation. “All (racing) motorcycles, 
except 750cc class professional motorcy- 
cles, must have an exhaust system meeting 
92 dB(A) measured at 50 feet. Effective 
January 1, 1974, all (racing) motorcycles 
must have an exhaust system meeting 92 
dB(A) measured at 50 feet.” Zap! Having 
been passed by the Safety and Engineering 
folks, the proposal blitzed through the sub- 
sequent meeting of the Competition Com- 
mittee and dropped into the laps of the 
members of the Executive Committee, only 
a conference-call away from law. 

What did it mean? Lots of things—but 
most specifically, it meant for Daytona 
1973, every motorcycle in the joint had to 
have had made provision for some sort of 
silencing device—with the exception, until 
1974, of the 750s. Had the rule been passed 
by the Executive Committee the following 
consequences were likely: 

1) Most of the racers in the Novice class 
would not have known about it, or if they 
had known about it, would have expected 
and logically so, some sort of divine inter- 
vention. It wouldn’t have come. 

2) So all these racers show up with their 
Yamaha 250s, all of them have driven 
from Keokuk, Iowa with signs on their 
1957 Ford pick-ups saying Daytona or 
Bust, all of them would be spending either 
the last of their own money or the first of 
somebody else’s, and all of them would get 
together and wonder in amazement at the 
result of their $12 membership in the 
AMA. (“Golly, I could have stayed home 
and got this kind of abuse for free from my 
father. . .”) 

3) A few of the aforementioned would 
rise up in fury and punish the AMA by 
departing back to Keokuk. The rest would 
be subjected to some sort of noise test. 
They would have no idea what kind of ex- 
haust test it would be, since it wasn't very 
explicit in the rules; nor was it explicit 
whether their bikes would fail tech if they 
generated only 90 dB(A), since the rule 
states that motorcycles “ ... must have an 
exhaust system meeting 92 dB(A). . .” 

4) Leaving the traditionally benighted 
Novices for a moment, we look at those 
contesting the Lightweight Amateur-Ex- 
pert Combined race. One of the racers is 
discussing the situation with an official. 
The official is telling him that his motorcy- 
cle has failed to meet the 92 dB(A) stan- 
dard. The expert racer tells him that the 
AMA's testing procedure is faulty, not to 
mention unclear and imprecise, that the 
meter he's using is inaccurate, and that un- 
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less he reverses his decision he plans to file 
suit since the AMA has illegally deprived 
him of an opportunity to make a living. 

Furthermore the lock the Yamaha 250s 
previously had on the Lightweight class 
has turned into an absolute lock, since any 
sort of exhaust restriction has punished the 
four-strokes far more severely than it has 
the two-strokes. 

5) By now the Novices have given up 
plans to burn down the grandstands and 
steal all the Pacemakers and Geritol from 
the Daytona Plaza Hotel, and have decid- 
ed instead to fit their motorcycles with 
breakaway silencers guaranteed to come 
adrift immediately upon clearing the start- 
ing grid. The AMA, having anticipated 
such tom foolery, tells them at the sixth 
consecutive riders’ meeting that such be- 
havior will result in a black-flag. But if the 
rider falls, loses his silencer, and remounts, 
he will be able to continue. The Novices 
immediately plan to lean their motorcycles 
over on the starting line until their expan- 
sion chambers touch the ground, pick 
them up again, and kick off the silencers. 

How did it all come about? No one is 
absolutely clear on the subject, but it is felt 
that an approach of accommodation 
towards the Federal Noise Standard people 
had a lot to do with it. Noise, you see, is 
motorcycling's biggest problem by far, and 
certain enclaves of power within the Amer- 
ican motorcycling structure feel, naively I 
think, that if the motorcycling industry 
bends over in anticipation of yet another 
thrust from the nits in Washington, then 
the moto-biz in this country will be the 
sounder, and the safer for it. When con- 
templating mufflers for roadracers the 
good and true men of the Committee on 
Safety and Engineering and of the Compe- 
tition Congress could not have honestly 
felt that quiet roadracers would make a 
better show for the spectators, especially 
those up in the 90th row of the grand- 
stands. They could not honorably have ar- 
gued that motorcycle exhaust noise was of- 
fensive to those housed without the imme- 
diate borders of any of the pavement 
tracks, since every single one of the road 
courses used by the AMA is also used by 
automobile race-sanctioning groups—and 
if a Harley-Davidson roadracer generates 
100 dB(A), then a NASCAR stocker must 
make 120 minimum. In short, these law- 
makers would find it rationally impossible 
to defend a roadracing, noise-curtailment 
policy on any grounds having remotely to 
do with the advancement or salvation of 
the sport. 

Then why? Because a few felt that if we 
gave evidence of taking care of our own 
policing we could curry favor with the pol- 


iticians in Washington, remove ourselves 
from continued and dangerous scrutiny, 
and come out the other end sparkling like 
white knights. That has to be the dumbest 
rationale of the decade, in the first place 
because motorcycle roadracing is not, like 
enduro-riding, a cause for concern since it 
universally takes place on privately held 
and geographically remote race tracks, and 
second because any voluntary self-regula- 
tion is not often interpreted by politicians 
as a sign of responsibility leading to a lais- 
sez-faire attitude on their part, but rather, 
by leaning over, it is seen as an invitation 
to stick it in deeper and maybe even give it 
a little twist. Dream-boat Washington re- 
action: you've done this? Good show. Now 
we'll leave you alone, and we may even ap- 
point one or two of you to a post in the 
government. Logical, consistent Washing- 
ton reaction: you've done this? Huh. Then 
we're sure you'll be willing to do this, and 
this, and maybe even this, and we'll take 
the credit. 

Not to say there's no danger. There is— 
in the form of Senate Bill 3342, a bill to 
establish Federal noise standards for the 
entire United States. But the plan is to 
fight to have motorsport racing excluded 
from such a bill, to fight like crazy, to 
spend money and hire lawyers, to form al- 
liances with NASCAR and USAC and to 
buy off politicians. In general the plan is to 
show resistance, make them show that 
noisy roadracers are threats and menaces, 
demonstrate that the motorcycling estab- 
lishment will not stand for mud-headed 
legislation, and if the battle well-fought is 
ultimately lost, then at least we've gone 
down in flames and have learned some- 
thing from the experience. Obsequiousness 
doesn't work with the government. Money 
works. Votes work. Laying down and dy- 
ing guarantees nothing except that sooner 
or later, sure enough, you're dead. 

At any rate there the motion was, quiv- 
ering before the Executive Committee and 
waiting to be dealt with. And deal the 
committee did, voting to amend the pro- 
posal to exclude professional motorcycle 
roadracers. A good show indeed, and 
bravely done—even if the proposal was 
short sighted and dreary to begin with. 

It isn’t worth $12 of mine to join the 
AMA if they pass proposals like making 
roadracing motorcycles wear mufflers. But 
it is worth $12 if they keep from doing 
dumb things. The issue for the.present is a 
dead one. I know it'll be back, just as I 
know the AMA will have to deal with a 
parade of even dumber issues. But this one 
they've handled, and handled well, and I 
thought you ought to know about it. 

— Cook Neilson 
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. Number six. 


Nearly every cycle buff 
Knows that Mark Brelsford 
won the AMA Grand National 

Championship in 1972. And 

the right to carry AMA’s 

number one plate for 1973. 

But did you know that this 
is the sixth straight year that 
the Grand National Champion 
has been fired to victory by 

Champion spark plugs? 
> Mark’s Champion-sparked 

predecessors include 

Gary Nixon, who took the 

title in °67 and '68, Mert 


Lawwill, the 69 winner, 
Gene Romero in ’70, and 
Dick Mann in ^71. 
Harley-Davidson-riding 
Mark neatly wrapped up his 
championship with two more 
Nationals still to be run. He 
scored firsts at the 25-lap 
TT National at Ascot, the 
Louisville half-mile National 
and the half-mile National 
at Salem, Oregon. 
Mark’s brother, Scott, 
made 1972 the year 
of the Brelsfords. Scott rode 


everyone |} 


his H-D to victory 
in six Junior Nationals, and 
earned the unofficial title: © 
Top AMA Junior. 

One thing both winning 
Brelsfords do is see that their 
Harley-Davidsons are fitted 
with Champion spark plugs. 
The brand that’s right 
for every bike. 


Better I 
rd CHAM 











A Tax Upon You 


€ April is a busy month for bikers in most 
parts of the country. The weather is chang- 
ing for the better, holding out tempting vi- 
sions of good riding and pleasant touring. 
It is thus, for many, a month of prepara- 
tions. A time to get ready for the full sea- 
son ahead. 

Obviously, the more complex your 
plans, the more thorough should your 
preparations be. A few more hours spent 
now will be rewarded later on. The old axi- 
om, “A stitch in time saves nine," most 
assuredly applies here. Or, as they say in 
California, “Kawabunga!” Of course, an 
early start helps. 

March 30: Get a really early start on the 
month by cleaning the garage now. Note 
that April Ist will be a wasted day. Gather 
all those broken and worn out parts and 
put them carefully aside. Clean up. Hide 
your bike. 

April 1: Get out early and retrieve the 
bags of busted bits from the garage. 
Throughout the rest of the day, as you go 
about your business, keep an eye out for 
conveniently parked bikes. When you spot 
one unattended, scatter a few of the old 
parts on the ground next to the machine. If 
you are courageous, and have the time, 
you can wait for the owner to come back 
and discover them. The results are invari- 
ably amusing, especially if you have had 
the luck to drop a few ratty pistons adja- 
cent to a first-time-owners' new multi. 
Even if you haven't the time to stick 
around at each machine, you will be able 
to go through the day with a ghastly great 
grin on your face knowing you have helped 
uphold the April-first tradition. You will 
have nothing to fear for yourself, because 
anyone who sees your smile will know you 
are up to something and so will be on the 
defensive. Call your wife and tell her you 
will be home late. However, go home early. 
The ladies always like a surprise. Tell the 
guy she introduces as her cousin from 
Minneapolis that you have to get up early 
Monday and that he will have to leave 
soon. Later, tell the lady about your plans 
for the touring season ahead, and empha- 
size that it would be really neat if she was 
to give the machine a gunk job. In ex- 
change, promise to be home early for the 
rest of the month. Get to bed at a reason- 
ably early hour. 

April 4: Remind the lady of her promise 
to clean the machine. Don't tell her it's so 
you can spend the weekend in the garage, 
away from her. 

April 5: Try to maintain your composure 
when you discover that in gunking your 
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Downhill Straight 











bike, the babe has nearly filled the cylin- 
ders with water. Tell her not to cry, that 
you had to check the top end anyway. To 
prove you are not really angry, put the 
butcher knife back in the drawer. 

April 6: It’s Friday, so take her out to 
dinner. Have a few extra martinis. Get 
home and have a few more. After all, it’s 
Friday. But soon it becomes Saturday 
morning and you wind up sleeping half the 
day. By the time you feel like going to the 
garage it seems like a waste of time. 

April 8: Actually get into the garage and 
do some work. Check the top end and find 
that the water hasn’t had enough time to 
do more than put on some tiny rust spots. 
Clean the gunk out of the carbs. Drain the 
oil/water mixture and refill the system af- 
ter a thorough flush. As it begins to get 
dark out, try to turn on the garage lights. 
Find that the fuse is blown, and you have 
no spare. Knock off work early due to 
darkness. Over coffee after dinner discuss 
your plans to really get things done next 
weekend. 

April 12: At lunchtime, go over to the 
cycle shop and pick up a few odds and 
ends you will need to put the engine in top 
shape. Get the points and some new plugs. 
Hear the parts man tell you that condens- 
ers are out of stock at the moment, but 
have been back-ordered. Remember that 
the last time they had a part back-ordered 
it took two months to get it. Fume mildly 
at the possibility of delay and depart. Get 
back to work late. Realize, while talking to 
the bookkeeper, that you haven’t done 
your goddamn income taxes and they are 
due April 15th. Leave work early, and get 
home late. 

April 13-15: Spend most of your time 
slaving over a hot tax return. Warn the lit- 
tle lady to stay clear of you by tossing the 
letter opener in her direction. Wonder 
why, as you compute, you made so much 
but have so little left. Almost seriously ask 
yourself why you didn’t get deathly ill this 
year so as to have more of a medical de- 
duction. With a cold beer in hand, pause 
and question whether you will live long 
enough to get anything out of the new in- 
creased Social Security contributions you 
have paid out all year. Question whether 
you will live long enough to finish filling 
out the tax forms. Contemplate what will 
happen if you live long enough, but don’t 
finish them. With pictures of prison walls 
in your head, get back to work. Consider 
the possibility of claiming your bike as a 
dependent. Consider claiming your garden 
as a dependent. After all, it would die 


without you. So would your bike. Dismiss 
those notions as probably being unreason- 
able in the eyes of the Internal Revenue 
Service. Have another beer. Maybe you 
could take the machine off as a medical 
expense. It makes you feel good, doesn’t it? 
You're right though, the IRS wouldn't buy 
that one either. Could the money you 
made in Washington, D.C. be considered 
capital gains? Have another beer. Think 
about deducting all of your taxes as a busi- 
ness expense. Think about claiming the 
value of government services you did not 
receive as uncollectable debts. Doze off for 
a while and wake up to find you have two 
hours to get it all done and into the mail. 
Quit the daydreaming and finish the forms. 
Consider signing in blood. Return from the 
postbox, have a martini and collapse. 

April 16: Explain to her that you will be 
perfectly all right in a few days, that you 
always rant and rave in your sleep around 
the middle of April. Stop by the bike shop 
and be cheered by the surprise arrival of 
new condensers. Engage in the national 
pastime. Complain about how much tax 
you had to pay. Compare notes with others 
until you find someone who had to pay 
more than you did. Feel better. Begin to lie 
about how much you paid. Double the fig- 
ure and make others feel good. Look for- 
ward to the weekend. 

April 19: Be informed that your wife’s 
Aunt Hazel from Sweatsox, Arizona, will 
be passing through town this weekend. In- 
form your wife that if Aunt Hazel drops 
in, you will drop out. 

April 21: Here it is noon Saturday and 
you have gotten a fair amount of work 
done when Aunt Hazel, whom you have 
never met (or ever cared to) arrives. Aunt 
Hazel turns out to be your wife’s mother’s 
youngest sister, and a real looker. On top 
of that she has a very big thirst, no doubt 
due to coming from an arid part of the 
country. By the time dinner time rolls 
around the three of you have knocked off 
one whole bottle and put a sizeable dent in 
another. To your wife’s amazement you in- 
vite her to stay for the night. Privately, she 
tells you how proud she is of the way you 
have welcomed Aunt Hazel. After your 
wife passes out, you and Aunt Hazel stay 
up until the wee hours, talking. Tell her 
about your machine. 

April 22: Nobody gets up before one in 
the afternoon, just in time for a light 
brunch and the dash to the airport. After 
the fond farewells, wherein you inform 
Aunt Hazel she is welcome back anytime, 
your wife tells you how glad she is that you 
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The new COMBAT WOMBAT is here! 
Now there are FOUR HODAKAS! 


The new COMBAT Wombat is to the Wombat 125, what the Super Rat is to the Ho- 
daka 100 B+. It’s the supreme motocross machine, and comes race-ready from the 
crate. The 125cc 2-stroke engine has an exclusive patented Alumiferric Fusion cyl- 
inder with extra wide fins for increased heat dissipation. The new Victory Port de- 
sign gives superior fuel direction into the combustion chamber for better burning. 


Enduro riders choose the original Wombat for 
its features and competition-proven Hodaka 
design. With its longer, stronger frame and 
52.5 inch wheelbase, the Wombat has a pleas- 
ing edge over its competition in ease of hand- 
ling at high speeds. The seat is a low 30.75 in. 
from ground level and an unobstructed 9.5 in. 
clearance. The center of gravity is kept low 
for good balance because of a low crankshaft 
height. 


For the motocrossers wanting the ultimate 
100cc weapon, the Super Rat has proven its 
superiority across the deserts and dirt of the 
continent. The Rat is pure potent function 
enclosed in the much-copied Hodaka frame- 
work. The ‘square’ 2-stroke achieves maxi- 
mum torque at 6,600 RPM and boasts an extra 
big, washable micronic foam air cleaner that 
lets you tear through the finest dust with con- 
fidence. It's MX ready right off your Hodaka 
dealer's floor. 


The country's truly versatile motorcycle... 
regardless of class, has to be our classic 
Hodaka B+. The pattern for the copy-cats. 
Beginner and expert alike, have in the B+ 
the improved descendant of the first real trail 
bike. With fully approved lighting and muffler 
systems, it's ready for any kind of fun and 
gives you the dependable, long lasting du- 
rability common to all four Hodakas. For the 
address of your nearest Hodaka dealer, Can- 
adian readers should write to Gemini Ind., 
Ltd. 2525 Stephens Street, Vancouver, B.C. 
Australian inquiries can be sent to Minilya 
Pty., Ltd., P.O. Box 209, S. Melbo istral- 
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NEW BILLET TRIUMPH 650 CAMS. 5 Grinds 
Sold Outright 


HONDA 750 Camshafts 


à 


HONDA — SPORTSTER — TRIUMPH 


RACING VALVE SPRING KITS — PUSHRODS and 


CLUTCH SPRINGS 


LO E 


867cc BIG BORE KITS ROCKET 3's and TRIDENTS 
$149.50 Exchange 


Complete Stock of: 
Honda Triumph & Harley Chopper Parts 


Extended Fork Tubes ® Oil Tanks 
Chopper Tanks e Complete Frames 
Maltise Mirrows * Hard Tails 

Chopper Seats e Metal Flake Paints 
Inner Spring Kits e 


WHY IT'S HOT 

Unaware to the average 
cycle rider, high speeds 
and hard driving can 
result in dangerously 
high oil temperatures, 
thus impairing per- 
formance. Other con- 
sequences of hot engine 
oil include: seal and 
gasket failure, increased 
wear on the bearings, 
pistons, crankshaft and 
valves, and emission 
pollution. 


Chrome & Stainless Spokes 


WORLD'S QUICKEST TRIUMPH 8.70 E.T. 


DROP-ON 
KIT 


$205.00 


Make your Triumph 650cc run like a new 
super bike with our 750cc DROP-ON kit. 


Now available with permanent mold pistons, 


Send $1.50 for new 
48 page Catalog. Refundable 
on your 1st order. 


4639 42ND PLACE * HYATTSVILLE MARYLAND 20781 
TELEPHONE 1301) 779-0603 





HOW IT'S COOLED 
CYCLE COOLERS* reduce 
high oil temperatures 
with a highly advanced 
engine oil cooling system 
that prevents oil break- 
downs and costly repairs. 
Whether you ride for fun 
or profit, your bike needs 
THERMO-CHEM'S CYCLE 
COOLERS* See your 
nearest Thermo-Chem 
dealer or write for a 
catalog. 





THERMO-CHEM CORP 


P.0. BOX 45504 / TULSA, OKLAHOMA 74145 
(918) 663-5151 


*T.M. applied for 
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and her Aunt hit it off so well. Aunt Hazel, 
she tells you, is filthy rich. Smile all the 
way home. Spend the evening quietly with 
your lady, watching television. Try not to 
mention Aunt Hazel. 

April 23: Get home early. Resist the 
temptation to bring flowers. Vow to get 
home early all week and really get the 
work on the bike finished next weekend. 
Tell your wife how wonderful it will be 
once the riding season comes. . . and how 
good it is that by the end of the month you 
will have the machine ready to roll. Tell 
her, in glowing terms, of some of the trips 
you have planned for the two of you. Talk 
about the mountain roads. Envision nights 
by the shiny sea. Tell her how neat it will 
be to camp out in the desert on starry 
nights. Tell her that besides being exciting 
to camp out, that it is less expensive than 
staying overnight in motels. Try to explain 
the joy of cooking over an open fire. Offer 
to buy her a book on the subject so she can 
study up before the trip. Insist that she will 
learn to love franks and beans. Tell her 
that it won't be necessary to cook every 
meal. Recount the old myth about how 
good the food is wherever the truck 
drivers stop. Finally daydream out loud 
about some future travels . . . in a future 
when there will be more money to spend. 
Commend her for her patience. 

April 28: Out in the garage, wrap up the 
last of the engine stuff and move on to the 
cycle parts. Check and adjust the brakes. 
Likewise with all the cables. See that the 
tires might still have enough rubber for 
half the season. Clean the. headlight and 
taillight lenses. Wax and polish the tank. 
Start on the frame. It's really getting done. 
Find, as you polish, that the rag is catching 
on something under the engine. Lie on the 
floor to see what it is. Recover conscious- 
ness a half-hour later and remember the 
crack in the frame you had found. Look 
again. Find the crack is still there, and find 
another in the opposite tube. Scream a sac- 
rilege to the rafters. Retire to the house 
and try to get a martini past clenched 
teeth. When your lady tries to comfort 
you, leave a great set of chomper marks on 
her patting hand. Wonder if you could get 
enough for her on the slave market to pay 
for a new frame. Curse the poverty of tax 
time. Sit and sulk for the remainder of the 
weekend. 

April 30: Go dejectedly to work. On get- 
ting there, find a letter marked ‘personal’ 
from Arizona. Know that it is from Aunt 
Hazel. Find that the signature on the 
check is indeed that of Aunt Hazel. Read 
the brief thank-you note. Re-read the 
check. Make a mental note to say your 
prayers more often. Call the bike shop and 
tell them to have that new 750 ready for 
you to pick up at lunchtime. On your way 
to get it, stop at the best department store 
in town and buy your wife a gift certificate. 
Later, when she asks ‘how’, tell her you 
had a winning number in the lottery. 

—Mike Shuter 
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0. H. C. 
DUCATI 750 


With the introduction of the 750, Ducati has not produced "just another twin”. It has 
developed an unequalled blend of performance, handling and durability in a truly 
vibration-free ride that must be felt to be believed. 


The 750 incorporates a 90-degree, V-twin engine; five-speed gearbox; front disc brake; 
specially-designed front fork and suspension for pinpoint handling; and head-turning 
styling. And the 750 has already been test ridden and proven, winning the recent Imola 
road race, Europe's most prestigious event. 


You owe it to yourself to test ride the 750 today at your nearest authorized Ducati dealer. 


BERLINER MOTOR CORP./Hasbrouck Heights, N.J. 07604/Sole U.S. Distributor 
A Berliner Group Member/Norton*AJS*DucatieMoto GuzzieBeBee Metzeler Tires 
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On October 17th, 
a 15 year old world champ 
gave us a piece of his mind. 


INTERVIEWER'S NOTE: 


Fifteen-year-old Jackie Irons is a sea- 
soned racer who knows how to win 
the big ones. Born in Warren, Michi- 
gan, Jackie and his family traveled 
to Valencia, California last January 
and ran off with the World Mini Cycle 
Grand Prix title. We asked Jackie to 
spend two and a half days with us 
at Escape Country, California to put 
our Chaparral sportcycles through 
some grueling trail, hill climb and 
moto-cross tests. The following is a 
complete interview of how Chaparral 
stood up to the tests of a World 
Champion. 


Q. Jackie, how long have you been 
riding bikes? 


A. About eight years. 


Q. When did you start to run in 
competition? 


A. Oh, about when | was twelve 
in mini bike races. 


Q. You told me that you could 
tell by looking at a bike if it's any 
good. What do you look for? 


A. Well, you look to see if all the 
weight's at the bottom. Whether it 
looks good or like a piece of junk. 


Q. What are some of the things 
you'll be doing here to see if this 
machine can take it? 





A. Oh, climb the hills, jump, just 
slide around . . . you know, just run it. 


Q. Will each of these things tell 
you something different about the 
Chaparral? 


A. Yes ... how it responds when 
you get it sideways. Like when you 
come up the top of one of these hills 
and do a wheelie. 


Q. How long does it take you to 
find out if a bike's any good? 


A. oh... about a day or two of 
hard riding. 


Q. Jackie, | noticed the first thing 
you did in testing a Chaparral was 
to do "wheelies". Why? 


A. To see if it had enough power 
to do them. 


Q. How does the Chaparral com- 
pare to what you've been racing? 


A. Better. 
Q. How is it better? 


A. ws built sturdier — quicker — 
handles better. 


Q. What makes Chaparral handle 
so good? 


A. Al the weight's at the bottom. 
And everything's right in the middle 
where it's supposed to be. 


Q. You've gone through a lot of 
berms out there. What did the 
Chaparral have to get you through 
them? 


A. Power. 
Q. How's the weight distribution? 


Á. Good. Just perfect in the front. 
Doesn't come up all the time but 
comes up when you want it to. 


Q. This is a hot bike but is it good 
for a beginner? 


A. Yes ... the weight distribution 
and handling will keep them out of 
trouble. 


Q. Most of the hills out here are 
at least 25-30 degrees steep. Did you 
pass any of them up because you 
weren't sure if the Chaparral could 
make it up? 


A. No. Did just about everything. 


Q. What is it about Chaparral 
that gets you up them? 


Å. thas a lot of power. Especially 
at the top of a hill where you're 
going the slowest. 
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Q. Does it have a lot more power 
than you thought a 100cc would 
have? 


A. 
Q. 


A. its set up for the street or the 
trail. And it's just perfect the way it 
is. Like 1st gear will climb any of 
the hills around here. 


Q. Do you think there's a big dif- 
ference between a lot of power and 
a lot of bike? 


Yes ...for that size. 


How are the gear ratios? 


Q. With the beating you've been 
giving the Chaparral 100, is it hold- 
ing up for you? 


A. Yes ...like when | fell, | only 
bent the gear shift a little bit and | 
was doing 30 miles an hour. And the 


A. Yes... like some Peeve wno front end didn't even go crooked. 


build mini-cycles build them with a 
lot of power but they don't handle Q. Can you bottom out on a 
or do anything right. Chaparral? 


Chaparral '73 Specifications 
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Horsepower: 8.5 hp. @ 7500 rpm. 
Displacement: 97cc (5.92 cu. in.) 
Muffler: Torque-tuned with integral Forest Service 






approved spark arrestor. 78 db(a). 






Drive Train 











Starter: 
Transmission: 


Primary kick 
4 speeds; 3.80:1, 2.43:1, 1.63:1, 1.22:1 













Dimensions 









Wheelbase: 44-1/2" 

Ground Clearance: Toy 

Wet Weight: 149 Ibs. (T-100), 156 Ibs. (ST-100) 

Tires: Front— 2.50 x 18" knobby. Rear —3.00 x 16" knobby. 









Suspension 





Front: 





Constant rate springs, oil dampened telescopic 
forks with 4-1/8" travel. 

Adjustable progressive rate springs, hydraulic 
dampened movement with 3” travel. 






Rear: 










Federally approved headlight, taillight and turn signal kits available. 





Chaparral, Division of Armco Recreational Products, Inc. 
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Å. Just the back shocks. But that's 
in moto-cross racing. The average 
person wouldn't ride it that hard. 


Q. How are the front forks of the 
Chaparral 1002 

A. | couldn't bottom them out. | 
did a wheelie and jumped on it really 
hard and smashed it in the ground 
and it wouldn't do anything. Then | hit 
acouple of these big rocks and gullies 
and it still wouldn't bottom out. 


Q. Would you recommend it? 


A. Yes. It'll be a good bike to 
goof around on and race... it's 
built sturdy ... looks good and it's 
fast. And it's got the power. 


Q. Would you race the Chaparral 
1002 


A. Yes. It can win. 


Chap arral 


sportcycles e snowmobiles + bicycles 


5995 North Washington Street, Denver, Colorado 80216 











The Great Non-Formula 


e Some of this story must have stuck in 
the 1972 Pipeline, though it's none the 
worse for that, I hope. The subject con- 
cerns the FIM Sports Machine Formula, 
which is a reasonably uncomplicated for- 
mula in itself. The trouble is, people will 
keep ignoring the FIM's chosen words, 
and go in for improvisation of the bikes. 
Then confusion rages. 

The Sports Machine fundamentals are 
production-modified. As a rough guide, 
the degree of permitted alteration would 
allow the street-racer-plus product to roam 
European public roads without causing the 
law enforcement officers to swoop at the 
first tire-to-tarmac contact. Though, it is 
well to add, your friendly Californian legis- 
lator would hardly issue forth little 
screams of delight. 

SM-class racing is generally confined to 
long-distance events, and the FIM puts a 
number together under the Prix FIM d'En- 
durance heading. Because the races go on 
and on, teams of two riders are mandatory. 
A successful pair can pick up an FIM Prix 
by becoming champions in their chosen ca- 
pacity class, always providing they have 
ridden SM-legal machines in at least three 
Courses d'Endurance, and also assuming 
the FIM finds out. Sometimes it takes the 
FIM eight months to discover what the 
riders have been yelling about for three- 
quarters of a year, and even the FIM can 
be embarrassed. So for 1973 the FIM has 
demolished the Sports Machine Formula 
and re-drafted it to conform with the 
Auto-Cycle Union Production Machine 
rules. The British play it closer to stan- 
dard-production, though their regulations 
are more liberal than those specified under 
“Production Road Race" in the AMA 
Professional Competition Rule Book. 

The FIM vision of making every long- 
distance racer a Sports (now a Production) 
machine, could result in no worthwhile 
Courses d'Endurance at all. For 24-hour- 
spectators require a little more than buzz- 
ing production machines in return for their 
money and stamina; they want racing ma- 
chine excitement. Through their wishes, 
non-formula machinery:took over in the 
ostensibly Sports Machine races. Line-ups 
included classes for this and that; Sports 
Machines, and maybe prototypes. In many 
cases the big thing was Formula Anything 
Goes. Actually, the contrivance gave every- 
body a certain amount of satisfaction. The 
FIM had its championship; people like La- 
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verda did their racing the "standard" way, 
and the rest could race what they damn 
well pleased. 

Now, in their infinite wisdom, the FIM 
bosses have issued the “toe the Production 
Machine line" edict for 1973. All the ma- 
jor events will conform, except the French 
Bol d'Or which alone retains a prototype 
(or non-formula) class. 

The Bol d'Or is a delightfully way-out 
example of non-formula racing. Since the 
sole requirement seems to be that riders 
can see where they're going, you get things 
like Kawasakis, once removed from Team 
Hansen devices, carrying lighting equip- 
ment doing justice to a Greyhound Bus. 
With great Gallic logic, the Bol d'Or is 
staged at Le Mans, where all the distrac- 
tions are readily available to kill the bore- 
dom likely to arise from 24 hours of circu- 
lating motorcycles. (Pressmen are treated 
like lords, fed everything in the world ex- 
cept race information.) 

1972 Le Mans crowd estimates varied 
between 100,000 and 160,000, and if only 
75 per cent accurate it was still a stunning 
mob. The local enthusiasts were well re- 
warded when Frenchmen Roger Ruiz and 
Gerard Debrock came home victors on 
their non-formula 946cc Japauto. And that 
oddity started life in far away Japan as a 
straightforward CB-750 Four. 

In Britain, where production racing 
pleasures are taken seriously, they have the 
500-Miler. Being restricted to near-stan- 
dard machines, the 500 appeal is strictly 
confined to the hardcore enthusiasts. A 
miserable turnout of well under 5,000 in- 
curable characters watched 1972's meet- 
ing. They went along, knowing the event 
would be a promotional stinker. They lis- 
tened to a farcical PA commentary, and 
they received a pathetic results service. 

Running the 500 in low-key fashion does 
have a stupid sort of logic. Nobody expects 
it to attract other than the hard-core fel- 
lows, so nothing is done to reach the oth- 
ers. The only rewarding spectator experi- 
ence is the discovery that lousy-handling 
production bikes outnumber good-han- 
dling production bikes, when speeds reach 
racing speeds. 

A Norton production-racer took the 
1972 500. Which didn’t entirely amaze, be- 
cause (a) it was a works Commando, and 
(b) the Yellow Peril is the only production 
motorcycle built specifically to the ACU 
Production Machine formula. 


In fact, Norton Villiers’ production rac- 
er has gone on to collect a real-racer 
clientele in Clubman racing. For around 
$2,390, the Clubman can equip with a 
ready-to-go competitive big-class racer. To 
obtain the equivalent in Trident power, he 
must start by flinging away the frame. 
Then he has to calculate on spending at 
least 50 per cent above the price of a new 
Norton production-racer. Nowadays, the 
Nortons rival Yamahas numerically as 
winners of Clubman races. Well almost. 
Bright Sparks Again: The Boyer of Brom- 
ley partnership of Ernie Bransden and Stan 
Shenton has come up with a Mark 2, mini- 
proportioned electronic ignition kit. With 
a 2.75-inch diameter and a .75-inch deep 
pack, it lives in the housing formerly occu- 
pied by the contact breaker assembly (on 
Norton, Triumph and BSA twins). Fur- 
thermore, buried in the little epoxy mold- 
ing are a couple of fail-safe pieces of cir- 
cuitry. One performs a temperature-sensi- 
tive function. Supposing, the motorcycle’s 
general wiring shorts out, the ignition will 
automatically stop when a predetermined 
temperature is reached, but without blow- 
ing the electronics. Number two, the volt- 
age-sensitive protector comes into play if 
current surges to danger level due to zener 
diode failure or some such thing. Because 
ignition will still operate at low revs, a 
clear indication of the trouble is immedi- 
ately apparent. 

Fitting the latest B-of-B equipment is 
said to require only a few simple hand 
tools, and enough energy to throw the old 
make-and-break stuff into the weeds. 

Initially, Mark 2 ignition is being manu- 
factured to suit British twin-cylinder and 
single-cylinder (BSA, Gold Star, etc.) ma- 
chines. Later on, the range will be extend- 
ed to cover Tridents, CB-750s, BMWs and 
most other superbikes. A new company, 
Boyer-Bransden Electronics, has been 
formed to concentrate development and 
step up production. 

Over in Germany, Herr Wolfgang Kro- 
ber remains an adamant opponent of any- 
thing approaching mass production. His 
little seven-strong organization is, howev- 
er, busily engaged in the manufacture of 
new equipment. For '73, are kits for 12- 
volt Japanese two-strokes, built on the pat- 
tern of Krober racing ignition. Also, in co- 
operation with Maico, a combined igni- 
tion/generator unit is being introduced on 
the new trail bike. —Jim Greening 
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We take a tough body .. . add our super package of secret “herbs and spices’ and end up 
with.a winning set-up you can’t over rev! Le Mans adds life to your parts and puts pop in your 
piston... we've got everything from super lubricants and racing nitro to patches for old leathers! 


See your dealer today... or write for free brochure! 
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What Suzuki learned in 
winning five world motocross 
championships, 
you'll find in the TS-250. 














Suzuki has won 
every 250cc World Mo- 
tocross Championship 
since 1970. 

And every 500cc 
World Motocross Cham- 
pionship since 1971 
(the first year we entered). 

Five in a row. 

It's never been done before. And we're not 
through yet. 

(If you count both Individual and Manufacturer 
Championships, we've actually won 10 in a row— 
both Roger DeCoster and Joel Robert have 
been winning on Suzukis.) 

Why is racing so important to us? Because 
we learn things racing that we could never 
learn in the lab. 


And the more we learn with our racing machines, 


the more we can improve our production machines. 
Take our TS-250. 
It's the lightest of the four leading dirt bikes 
sold today. Just 245 lbs. 
It's got motocross power: 23 horses/6500 rpm. 
19.4 ft. lbs. of torque at 5500 rpm. 
Enough power to flatten out any hill. And 
run 75-80 mph flat out. 





It's got race-proven 
suspension: telescoping 
front fork, 5-way 
adjustable rear shocks. 

Sure-fire ignition 
system: primary kick 
starter plus PEI, pointless 
electronic ignition. (PEI advances timing to match 
engine speed — easier starts, less plug fouling.) 

Add 5-speed constant mesh gears. Single 
leading shoe front brake. Tuned exhaust and spark 
arrester. A 12 month/12,000 mile warranty? 

The TS-250 proves our whole theory on racing. 

Ride one. You'll learn what we ve learned. 

U.S. Suzuki Motor Corporation, 13767 Freeway 
Drive, Dept. 4035, Santa Fe Springs, CA 90670. 

In Canada, Radco Sales Ltd., 1107 Homer St., 
Vancouver, B.C. 

*Covers all internal parts of cylinder head, 
block, and transmission. Purchaser must comply with 
Owner's Manual Instructions: registration 
must be mailed to Suzuki within 48 hours, 
and service checks must be made by an [suzuki © 
authorized Suzuki dealer at 750, 2,000, and every 
2,000 miles thereafter during warranty period. 


Suzuki: built to take on the country. 
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Make it pay offin the Navy. 


j Get College Level Training 
In Nudear Power, 
Advanced Electronics 


B And Many Other 
Stimulating Jobs. 


Let's start with our Nuclear and 
Advanced Electronics programs. If you 
can meet our qualifications, the Navy will 


technical training. 

But don’t kid yourself. These are 
very special programs, and the academic 
schedule will be tough... calling for 

- concentration and honest effort. But it 
takes more than a good mind to make it. 
You'll need a strong desire to want to 
learn and achieve. And will it all be worth 
it? The Navy thinks so. In fact, at the 
end of your first hitch, you may 
qualify for a $10,000 bonus to re-enlist. 

Right now, the new Navy is in the 
midst of a massive modernization 
program that includes sophisticated 
electronic systems and nuclear power 
plants. And any man who can operate or 
repair these basic tools of tomorrow 
guarantees himself a firm foothold in the 
future. But these are just two of the many 
technical training programs in today's 
Navy that require more brain power 
than muscle power. 

For all the details on any of these 
special programs, and the opportunities 
that go with them, send in the coupon. 
Or drop by your local Navy recruiter. Or, 
just call the Navy toll free (24 hours a day, 
seven days a week) at 800-841-8000. 


Be someone special in The New Navy 





offer you up to $20,000 worth of advanced ' 














The 1973 


What it isnt: 


The Triumph has never been, weight means better roadability. 
and never will be a product of To him, the bike with more 
trends and fads. It’s a classic design, — doo-hickeys on it appears to be 
and for that reason it isn’t subject the superior machine. He may 
to change with the whims of even ride the Triumph and not be 
contemporary taste. able to fully appreciate those 

It will never appeal to those differences in handling that it has 
who look for flash and glitter. Nor to offer. 
will it be a favorite of people who But the Triumph isn’t the 
judge a motorcycle by the gadgets machine for the average enthusiast. 


and gizmos that are tacked on it. 
Signals that blink and lights that 
buzz are not the Triumph’s forte. 
It isn’t a living room on wheels. 

Until recently, most manufac- 
turers of today’s large displacement 
bikes had been making smaller 
machines exclusively. Their forays 
into the 500cc and better category 
have been made in the last three 
or four years. 

Which is why the machines 
they produce are anything but 
subtle. They try to make up for 
the Triumph’s balance and finesse 
with weight and bulk. 

In fact, a typical motorcycle 
enthusiast may think that more 













Triumph. 


What it is: 


The 1973 Triumph is a product 
that has evolved through years of 
development and refinement. Its 
traditional silhouette is a combination 
of form and function that set a 
standard of perfection in motorcycle 
design years ago. 

But we haven't clung to this 
design just to capture the hearts of 
purists. For over 70 years, the 








Triumph has been painstakingly 
engineered to perform, handle and 
respond like nothing else on the road. 

For instance, we've studied 
enough frame geometry through the 
years to know exactly where to place 
the center of gravity and the precise 
rake of the front fork. 

That kind of attention to 
engineering detail has enabled us 
to produce a machine that responds 
like it were an extension of the rider. 
One that seems to anticipate his 
moves. His thoughts. And has the 
uncanny ability to compensate 
for his mistakes. 

We don't make the Triumph for 


"wa; the average enthusiast. It’s made for 


a very rare breed of motorcyclist. 


I The kind whose vast experience 





_ for the expert. 


enables him to feel even subtle 
differences in handling and to also 
understand precisely why those 
differences exist. 
The Triumph is for the man who 
understands motorcycles completely. 
The Triumph is the machine 


A whole UME UMPEH 
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1973 Rickmans. 





Built for 





one purpose. 


To win. 


In the 1973 Rickmans you'll find changes, 
modifications, improvements, devotion to 
the most minute detail...all painstakingly 
crafted under the careful supervision of 
Don and Derek Rickman. With the same 
purpose in mind they've always had. 

Winning Races. 

The 250 MX now features a high-mount 
front fender and an exhaust system 
silenced to meet the 92 DbA level. The 
frame has been redesigned for improved 
strength and handling. And a unique snail 
type cam adjuster mechanism makes 
chain adjustments accurately when 
seconds count. 

Instead of a rod, there's now a straight 
pull cable incorporated into the mechanical 
crossover brake. This reduces the chance 
of breakage during a race. The cutaway 
engine allows easy access to the counter- 
shaft sprocket. And a carburetor boot 
prevents mud and water from getting in. 

The 125 MX has a redesigned front 
fender that's fitted with mudflaps for better 
rider protection and an aluminum shield to 





prevent mud from clogging the cylinder fins. 
There are rubber boots on the throttle 
assembly and carburetor to prevent water 
and mud intrusion. 

The engine and exhaust system have 
been improved for increased performance, 
while the redesigned air cleaner and 
number plate shield the carburetor and air 
cleaner element through the toughest race 
conditions. 

The 125 Six Day Enduro has all the 
new features of the 125 MX plus a lighting 
system that meets federal standards and a 
rubber mounted speedometer adjustable 
in tenths of a mile backwards or forwards. 
There's also a compartment under the seat 
that will carry sufficient tools and spares to 
make repairs when you're on the trail. 

Both of the Rickman 125s have chain 
oilers incorporated in the swing arm. 

Every Rickman has dozens of features 
that you just don't find on other machines. 
And every feature is built with one purpose 
in mind. 


Winning. Rickman 


When you race the Rickman, the brothers are with you. 
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Of JAPS and Harleys 


I enjoy well written prose such as Sam Mo- 
ses’ article, “It Only Steers Right Side- 
ways.” His flair with words has brought 
speedway to life for those of us earth- 
bound on less exotic machinery. I have 
only seen movies of speedway racing but 
Moses’ imagery brings those few feet of 
celluloid back into focus. The thought of 
riding a big JAP or JAWA single around 
an oil-soaked cinder track (before the ad- 
vent of dirt and Astro-turf) is reason 
enough for lack of participation in this 
most daring of sports. The photography is 
as excellent as the article; more coverage 
would have been nice, as would a center- 
fold. My vote for best article in years. 

I sympathize with the writer of the FX 
1200 test. It is indeed hard to make a 
“freighter” sound impressive as a form of 
locomotion to the many readers who own 
those little 350 Lear jets. How much did 
H-D pay to keep the torque and horsepow- 
er ratings out of the test? T. Terry 

Ashland, Oregon 


Harley-Davidson would like, we’re sure, to 
see published horsepower and torque figures 








on their Super Glide, since it’s likely the 
most torquey motorcycle engine in captivity. 
The reason no such figures were published 
is the motorcycle will not fit in Webco’s dy- 
namometer room.—Ed. 


Your article about the HARLEY-DA- 

VIDSON SUPERGLIDE was way off 
base. They should sue you. 

J.A.T. 

Winsted, Conn. 


As a new subscriber to Cycle magazine, I 
must take issue with your road test of the 
new Superglide. While I don’t own a show- 
room stock Superglide, I do have good 
friends who own them and a close friend 
who sells them. To infer that owning one is 
a "circus" is to call anyone who has one a 
clown. I think such remarks are beneath 
the dignity of a magazine of your size. 
Perhaps only show-ofs buy Superglides 
in California, but I assure you, such is not 
the case around here. Most purchases are 
former CH riders who have had repeated 
problems, such as oil-saturated clutches. 





Also, the Superglide engine is quieter than 
the Sportster and less tiring on long rides. 
As to why anyone buys Harleys at all is 
strictly personal preference. 

All this is not to say Superglides don't 
have faults. You mentioned several and 
you were right. One of the major faults, 
which you failed to mention, is the make- 
shift gear shift assembly. 

My present bike is a ’67 Electra Glide 
which I have rebuilt into a Superglide us- 
ing ’71 complete front end. The large tanks 
were replaced with a '61 Sportster H tank. 
The seat is also from a Sportster, while the 
rear fender and supports are '72 Super- 
glide. I moved the master cylinder behind 
the transmission before Harley did. I also 
converted the gearshift to shift thru the 
center of the front chain case, retaining the 
original one down, three up pattern. A 
Wixom Sportster fairing is mounted in 
front for wind and bug protection. The en- 
gine has been modified using MC 10:1 pis- 
tons, polishing the ports, and adding an 
SU carburetor. Since the engine has more 
torque than revs, the 22 tooth countershaft 
sprocket was replaced with a 23. The en- 





Full Bore...America’s (boot 
is now better than ever! 


E 


A machined aluminum lock-tight 


buckle means 
because it's sn 


added convenience 
ag-proof, bind-proof 


and features one-hand operation. 


The ISDT boot 
with a new 


is further improved 
formed-steel sole 


protector for added durability. 


Better buckles 
style in the 
ever designed. 
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, convenience and 
best off-road boot 


New Full 
cross and ISDT Boots 
are Now Available at 
Your Full Bore Acces- 
sory Dealer. 


Bore Moto- 


WE BELONG 


4 Bamoon Purta Cores 
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209,130,000 


motorcycie lessons. Free. 


The Yamaha International 
Corporation is offering everyone in 
America the opportunity to learn 
to ride a motorcycle. Free. 

There are already an estima- 
ted 5,000,000 motorcycles on the 
roads. An additional two million 
people are expected to buy a motor- 
cycle in 1973. The motorcycle is 
becoming as much a part of Ameri- 
can life as the automobile; we want 
it to be just as safe. 

Until now, there has been 
no organized national program of 
motorcycle safety of any kind. 

Motorcycle safety depends 
on the rider Thats why we are insti- 


ment and mate 


ma 
“a 





tuting a nationwide program of 
motorcycle instruction called The 
Yamaha Learn to Ride 
Safety Program. 

Weve already 
begun to teach America to ride. 

And our first response 
was overwhelming, 


APRIL 1973 


On August 26th and 27th, 
over 2000 enthusiastic Denver, 
Colorado residents were given their 

A 


firstlesson in motorcycle riding and 
safety Professional instructors 
were enlisted by our local Yamaha 
dealers. Motorcycles, helmets, 
and all other necessary equip- 


rials were 


also provided free. From 

official state and local agen- 

cies to the participants 
themselves, we 


couldnt have 
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asked for a better response. A later 

seminar in Tampa, Florida was 

_ equally rewarding; again, 

Zh. thousands came to ride. 

In the near future, 

" the Yamaha Learn to Ride 

Safety Program will be 

offered in NewYork, 

= Chicago, Los Angeles, 

and Seattle. Through 

1973,estimating con- 

servativelya quarter of 

a million residents of 

seventy major cities will participate. 
We believe thatsooner or later 

almost everyone will wantto learn to 

ride a motorcycle. We want € 

to be sure they'll have an 

opportunity to learn safely, 
So were inviting all 

America to learn to ride, with us. 


Yamaha 








29 





30 





AT THE NEW BELL STAR 120 


Bell’s famous helmet line takes on a new dimension with the 
addition of Star 120. The new helmet is manufactured with the 
same outstanding quality as other Bell Helmets and features luxu- 
rious, comfortable, black brushed nylon covered padding that is 
fire retardant and covers one full inch of impact absorbing ex- 
panded polystyrene. The shell is manufactured of high strength 
fiberglass. Individual sizes, from 6% through 77s insure a perfect 
fit. A model 240 snap-on Visor/Shield is shipped with each Star 120 
model. The new Star-120 model can also be used with goggles or 
other face shields. Most important of all — the Bell Star 120 meets 
A.N.S.I. Z90.1-1971, the latest highway safety standard, and is 


approved by the Snell Foundation. 


HELMETS 


See your Bell Helmet Dealer. 


MOTORCYCLE 
INDUSTRY 
COUNCIL 
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tire package weighs a whopping 620 
pounds! It is comfortable on long trips and 
performs satisfactorily. High gear roll-on 
races at 60 mph against Honda 750 Fours 
has shown they are required to shift to 
fourth to stay in the race, up to 90 mph. 

I would like to suggest one additional 
test in future road tests. How about a high 
gear 50 mph to 80 mph time? If you were 
familiar with Midwest riding habits you 
would readily understand the need for this 
information. We rarely see a freeway, as 
the only ones around are interstates, and 
are very boring to ride. Most riding is done 
on narrow, curving two lane highways 
with very short passing capabilities. Con- 
stantly shifting up and down to pass is a 
nuisance, and not requiring this is one of 
the main selling points of Harleys in this 
area. Resale value is also very high. I once 
rode a stock CH for three years and sold it 
outright for $150 less than I paid for it. 

How about a test on the Harley XR 750? 
Pd really like to have one of those set up 
for the road! 

Ken Salzwedel 
Burlington, Iowa 


I have yet to read a fair or unbiased men- 
tion of the name Harley-Davidson in your 
magazine! I refer to the latest of your at- 
tempts to damage the reputation of Har- 
ley-Davidson motorcycles, in the January 
issue of Cycle (Harley-Davidson FX-1200 
road test). 

Not only are you excessively critical of 
Harley-Davidson motorcycles but you are 
also increasingly critical of the people who 
ride them. You seem to possess an imma- 
ture mental hang-up that reflects in your 
degrading opinion of H-D cycles and folks 
who enjoy riding something other than an 
overstuffed sofa. 

If you are not open minded enough to 
experience all phases of the sport of motor- 
cycling with fairness and flexibility, then 
perhaps you shouldn't be publishing a cy- 
cle magazine and least of all judging the 
machines. Your articles consistently imply 
that any Harley-Davidson machine is a 
bad machine and that most people share 
this point of view. I grossly resent your im- 
plications for they are neither accurate or 
intelligent. 

Your “sour-grapes” are coming on too 
strong, to the point of being absurd. 

I have been on both sides of the so called 
fence by first owning what you consider 
one of the “Superbikes.” It was a 1972 
Honda 750 Four. The Jap tin can had its 
good points, but it would not compare to 
my 1973 Harley-Davidson XLCH Sport- 
ster. My preference in performance, han- 
dling, maintenance, styling, comfort and 
superb good looks is Harley-Davidson all 
the way! Just for your information, I am 
not a dirty, freaked-out, attention-seeking 
degenerate that you would lead people to 
believe ride Harleys. It's time you people 
pulled back on the reins a bit and stop 
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SOMETHING SPECIAL...THE NEW CARLISLE RIB! 





First choice for the 
week-end rider! Great 
on pavement... wet 
or dry the Carlisle 
Universal corners 
securely, starts fast 
and stops quick. It’s the 
“confidence tire" on 
the open road or in 
heavy traffic. Exclusive 
Carlisle notching on 
the shoulder tread lugs 
give you added traction 
when you need it. 


Hare and Hound... 
Motocross ... chal- 
lenging the hill... or 
eating up the soft dirt 
trail, its the Carlisle 
Knobby all the way. 

A punishment absorbing 
combination of 

deep, self-cleaning 
lugs, high quality 
long-wearing synthetic 
rubber, and 10096 
nylon cord make the 
Carlisle Knobby the 
choice of riders who 


UNIVERSAL [E KNOBBY [S] SLICK 


Gut-grabbing perform- 
ance on the drag strip! 
More rubber grips the 
road surface and lets 
you use all the 
horsepower your 
machine can deliver! 
Broader shoulders, 
flatter tread, and more 
synthetic rubber 
reinforced by layers of 
nylon cord for added 
security. If you're after 
a start that leaves the 
others behind... a 





Grip that gets you where 
you live...corners that 
hold—tight! A brand new 
tire with road-holding, 
long-wearing rubber 
compound reinforced 
with nylon cord, anda 
totally new rib tread 
design to get the most 
out of your high-speed 
road bike. If a rib tread 
design is your choice... 
Carlisle, the thoroughly 
engineered tire is 

for you! 


4-PLY RATING : ^ f 
2.25/2.50-16 3.25/3.50-17 want the grip, the bite, time that defys the APLY RATING 
2.25/2.50-17 3.25/3.50-18 and the performance stop watch... better 2 ME 
dere 3.25/3.50-19 that makes a winner! ET and MPH ... choose Bos 
2.75/3.00-17 4.00-19 the Carlisle Slick. 
2.75/3.00-18 5.00-16 4-PLY RATING 
3.25/3.50-16 3.00-17 4.00-18 FELY 

*Slightiy Different 3.50-18 4.00-19 4.00-18 
Thread Design 3.50-19 





CARLISLE 
Tire & Rubber Div. 


621 North College Street 
Carlisle, Pa. 17013 
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YOU'RE 
FIRST 
WITH 





Champion Spark Plugs for Motorcycles 


The quality and condition of spark plugs 
are most important to the dependable 
performance of motorcycle engines. In 
addition to a line of conventional or orig- 
+ inal equipment types, Champion has de- 
veloped a specially designed premium 
performance spark plug incorporating a 
Gold Palladium alloy center electrode. 















x SELLS p MEMBER 
73 MOTORCYCLE 
DEALERS (A) INDUSTRY 
ONLY NÝ COUNCIL 


“THE ENTHUSIAST'S SUPPLY HOUSE" 


(C3 KK Motorcycle Sunniy 


431 E. 3RD ST., DAYTON, OHIO 45402 (513) 222-7818 
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A COMPLETE SET OF 
MATCHED STORAGE CASES 


(A) 60-unit cassette case. 

1315" high x 12%” deep x 514” wide. 
(B) 30-unit cassette case. 

1314” high x 61%” deep x 514” wide. 
(C) 12-unit cartridge case. 

1314" high x 612" deep x 414" wide. 
Units A, B and C have tilted compartments 
to prevent spillage and include pressure 
sensitive labels for titling. 

(D) 6-unit 7" reel case. 
8” high x 715" deep x 5" wide. 
` Holds reels in original boxes. 
(E) 20-unit 12" record case. 
1314" high x 1214” deep x 314” wide. 
Holds records in original jackets. 





Here's the ideal solution to the problem of keep- 
ing all your records and tapes stored neatly, 
safely, conveniently and attractively. A complete 
set of matched storage cases, designed by the 
editors of STEREO REVIEW magazine, for your 
records and all your tapes: cassette, cartridge 
and 7" reel. Now you can keep them side-by- 
side on your bookshelf or cabinet, easy to iden- 
tify and readily available. 

These cases are sturdily constructed and cov- 
ered in a handsome leatherette. The outer case 


IA 


Ziff-Davis Publishing Co., Dept. 23 
One Park Ave., New York, N.Y. 10016 


O My remittance in the amount of $. 
is enclosed for fhe cases indicated. 


Charge: AMERICAN EXPRESS 


























BANKAMERICARD 








Account ++ 





Signature 





60-unit Cassette Cases (9 $14.75 each; 
3 for $42.00 

30-unit Cassette Cases @ $8.40 each; 
3 for $24.00 

12-unit 8-Track Cartridge Cases @ $5.25 
each; 3 for $13.75 


e ge 


is elegantly embossed in gold and comes in your 
choice of three popular decorator colors—black, 
brown and green—so that they lend themselves 
readily to the decor of any room. 


STEREO REVIEW large capacity storage cases 
are just what you've been looking for—they're 
the ideal solution to keeping your records and 
tapes neatly stored for easy use. 

y) 
"med CHARGE YOUR STORAGE CASE ORDERS 


TO YOUR AMERICAN EXPRESS 
OR BANKAMERICARD ACCOUNT 


3 


6-unit 7” Reel Cases @ $4.75 each; 
3 for $12.65 

_____—-20-unit 12” Record Cases (9 $5.25 each, 
3 for $13.75 


Add 50c per unit ordered for postage and handling. 
Outside U.S.A. add $1.00 per unit ordered. Payment 
must be enclosed with order if not charged. 


Check color choice for back of case (sides in 














black only): [] Brown O Green O Black 

Print Nàme 

Address = 

City. State Zip. a 
+ 
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beating a foolish issue with such vehe- 
mence! Your magazine should approach 
writing your articles with a more mature 
good sportsmanship type attitude. To be so 
narrow-minded and opinionated almost to 
the point of being hostile is not to be liked! 
Bob Kouba 

Northfield, Ohio 


My appreciation of your generous efforts 
to inform motorcycling enthusiasts com- 
pels me to invite you to add my voice and 
experience. 

I speak with authority. I was twice a 
fool. Both my 1971 FLH and 1971 FX suf- 
fered identical, and worse disabilities, simi- 
lar to your experiences. The entire tag 
bracket is gone from the FX and its ex- 
haust system split and cracked. I had a 
premonition about that exhaust system 
and a week before its destruction, inquired 
of a nationally famous H-D dealer if it 
should be differently attached to allow for 
its contraction and expansion. 

Thousands of hours of my life on many 
Harleys motivated me to maintain my alle- 
giance to H-D. Letters were written. Deal- 
ers were begged to send a factory repre- 
sentative to take my bikes into their per- 
sonal possession and ride them. At that 
time an old 1965 FLH which I had built 
from the crankpin up, and whose clutch 
and gearbox I had completely restored, 
comprised my H-D stable. That machine 
was satisfactory, and to it I compared the 
new FLH and FX. 

My disappointment and monetary loss 
cannot be refuted. I am a master mechanic 
and own more tools than some tools deal- 
ers, and I use them. Those AMF/H-Ds 
were washed, serviced, and examined after 
every trip. It is possible that they were the 
best maintained bikes in our nation. My 
old 1965 FLH was sold to a friend because 
it was a good machine. The new FLH and 
FX continue to repose unused, almost two 
years, because I truthfully tell every inquir- 
er that those machines cannot be used at 
freeway speeds. 

J.E. Robertson 
Tarrant, Alabama 


WHERE'S THE DOG? 
Recently thumbed thru your December is- 
sue of Cycle and as tests interest me, I read 
the tests of the seven "super" cycles, not- 
ing they were stock from the box! 

Can you tell me how the 750 Kawasaki 
puts out 64.5 horsepower, when in a com- 
petition magazine which I do read all the 
time, they ran a test on one and the top on 
the stock bike was 54.56! 

Is there really that much difference in 
two box stock cycles? I think, not possibly 
a little bit of fiddling as you would call it, 
took place some where along the line, or 
possibly the other one was a dog? 

Is the speed and time involved to make 
the quarter mile, more important than 


CYCLE 


Introducing peace of mind 
for 2 and 4 stroke bikes. 


FOR 2 CYCLE ENGINES FOR 46 


INET CONTENTS 1 U.S. FL. QUART (22 OLY As NET CONTENTS 1 U.S, FL. QUARTER 02) 





Now there's no doubt about which Quaker State motor oil to use 
for your 2 and 4 stroke bike. It's right there on the label. 

And there's no doubt about the engine protection you'll get from 
Quaker State Motorcycle Oils. Because these motor oils are refined by a 
company with a tradition of product excellence— motor oils that resist pun- 
ishing heat changes. 

Quaker State possesses the film strength that keeps machinery moving 
easily through line contacts that may reach many thousands of pounds per 
square inch and it's fortified to minimize piston scuffing, plug fouling and 
combustion chambers and exhaust ports deposits. 

There's no doubt about the peace of mind Quaker State gives you 
in every quart. 


Quaker State your bike to keep it running young. 
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New Vari-Clear... 
guaranteed to de-fog face shields 
for 24 hours! 


Here’s the first defogger/cleaner 
that really works. In fact, it's guar- 
anteed. ILC's new Vari-Clear'" is 
an aerosol spray foam that quickly 
dissolves dirt and grime on plas- 
tic face shields, goggles and 


windscreens. It’s guaranteed to 
leave an optically clean, clear 
surface that won’t steam up for at 
least 24 hours! New Vari-Clear™ 
defogger/cleaner is available now 
from your local dealer. Try a can. 





ILC INDUSTRIES, INC. 350 PEAR STREET, DOVER, DELAWARE 19901 
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| CHIPPEWA BOOTS—By Mail 
FINE QUALITY + VERY STURDY 
I 


; Durable block oiled leather, superwear Neoprene 
y outsoles, 12%” overall, 11" tops 


36-4666. 22 iis $34.95 , Ppd. 
Men's, 7-14, B thru EE 


The finest custom made leathers for the! 


pleasure or sport rider. Factory direct only. 
Catalog available. 


2443 S.E. DIVISION, PORTLAND, ORE.97202 





WRITE FOR FREE CATALOG ^ 
TODD'S- CY-4 5 S. Wabash, Chicago, ill. 60603 





MOTORCYCLE 


MECHANICS 


For information on learning 
motorcycle mechanics fill out 
and return today. 


AMERICAN MOTORCYCLE MECHANIC’S SCHOOL 
2840 NORTH HALSTED STREET 
CHICAGO, ILLINOIS 
60657 





Name Address 
Name NNNM RU U o ——————————————— 


City State Zip 
D -— Á————— —————————MÀÁ a 


Age Phone Number 
AU A ee m C A E a 
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ride, handling etc.? 

I believe this is what got the hot cars in 
trouble a few short years ago, and how it is 
next to impossible to even insure one! 

I believe there is a large number of peo- 
ple who enjoy riding cycles for the fun of 
riding in the open and don't particularly 
care who gets to the corner first. 

This is what hurts cycling, and eventual- 
ly will rule them off the road. 

O.R. Peterson 
El Paso, Illinois 


As we noted in the Superbike Test, the bikes 
were all inspected and measured and found 
to be legal. Technical Editor, Jess Thomas, 
snooped around inside the Kawasaki for six 
hours looking for cheater parts, and could 
find none. Whether the other one was a dog 
or not, or whether the dyno it was tested on 
was a dog or not, will never be known.—Ed. 


BACK TO BELT-DRIVES 

It is a shame that you at Cycle have seen fit 
to bad mouth drum brakes so much. I have 
a set of drums on my 750 Suzuki and they 
are as good as any disc I have ever tried. 
On several play-racing runs of 50 miles or 
more including a number of 90-20 mph 
corners I have been unable to make them 
fade. This year's 750s will have discs, pri- 
marily for sales appeal. The limit, as you 
should realize from the results of your Su- 
perbike test, is not brakes but the front tire 
which is not the limiting factor in stopping 
a modern Superbike. With the Suzuki 
drums or almost any of the current discs 
the front tire can be locked at will (a dan- 
gerous thing for a novice). Had you in 
your test fitted a large roadracing tire to 
each machine the results in the braking 
test would have likely been much closer. I 
would suggest that you stop your cam- 
paign against drums and do something 
about getting manufacturers to fit better 
and larger front tires and better tires in 
general. It is tires, not brakes, frames or 
suspension that are the biggest single cause 
of ill handling and braking. Fit a set of 

Dunlops or Avons sometime and see. 
Fred Ray 
Ft. Knox, Kentucky 


HAZARD 
It has recently come to the attention of the 
great Minnesota Department of Safety that 
the motorcyclists are still a constant haz- 
ard to themselves. Now we need, or so 
they say, more reflective material on our 
helmets. What do they want, clearance 
lights? After all, we are so very dangerous 
and hard to see. BULL. If the average mo- 
torist can't see the average motorcyclist, he 
should not be on the road. 

I can just see it now. New Law passed 
by State Dept. of Safety. From now on, 
when Joe motorcyclist approaches an in- 
tersection in the road, he shall: 

a) Shut off and park machine at least 15 
feet from intersection. 


(Continued on page 43) 
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b) He shall then proceed into the inter- 
section on foot to see if road is clear in all 
directions. 

c) He shall then shout a warning and 
ring a cow bell three (3) times. 

d) He may then push his machine across 
intersection and when he is 20 or more feet 
past said intersection; he may start his ma- 
chine and proceed on his way. 

e) This procedure shall be repeated at all 
intersections. 

Is it not grand that we need so much 
protection from ourselves? 

When will the non-riding public open its 
eyes? 

Donald Koopman 
Kasota, Minnesota 


CB-350 
I would like to say a few things concerning 
your road test of the Honda CB-350 in 
your January 1973 issue. 

You say that most of the people that buy 
this model are those who don’t know much 
about motorcycle internals. I think this is 
probably quite correct. 

You then say, however, that the people 
who purchase this bike are those who want 
something that they don’t have to tinker 
with in any way. What he wants, you say, 
“is anvil like sturdiness and reliability.” 

How does the newcomer to motorcy- 
cling know what is going to give him stur- 


diness and reliability? Assuming that it is 
usually a newcomer that knows little about 
the mechanics of a motorcycle. 

Why is the 350 Honda really such a pop- 
ular motorcycle? Mention the word “mo- 
torcycle" to a non-rider and he will most 
likely think of the word “Honda.” So when 
he decides to buy a bike, where does he 
first think of going? To a Honda shop. 
And when he gets there, the salesman will 
probably talk him into a 350 as being the 
most practical, as an all around bike for 
the street, as a 175 is too small for free- 
ways, and the 450 is big bike for a first 
time buyer to try to haul around town. 

Craig Baumann 
Chatsworth, California 


DHS IS SANE 
Mike Shuter is one of the most hilarious 
columnists I’ve ever seen. His Downhill 
Straight may reflect some overtones of stu- 
pidity, but Shuter is sane I presume. 
L. Coffey 
Georgetown, Canada 


CYCLE TEST 

I’ve recently taken a dyno test and discov- 
ered that my 27.3 bhp (beating heart pow- 
er) on receiving Cycle is much greater than 
the 19.8 claimed by the publishers. 

Moreover, Cycle has the crispest han- 
dling of any magazine I know. You ne- 
glected to mention this (along with the 


easy consumption) in your specs. 

Finally, most models are well-bal- 
anced—the February model was one of the 
best. The Basics make it a pleasure even 
for the novice to open up. 

Bill Griese 
Cupertino, Calif. 


ACE 

What would you think about a title like 
this, Motorcycle Ace: The Dick Mann Story 
by Neil Keen (or Walter Fulton III or 
maybe even Gene Hartline? Even though 
you and I would enjoy it immensely, to a 
normal person it would read like ““Bat- 
man" comic books. Holy half-mile—they 

wouldn't believe it! 
Gary Atkinson 
Gurnee, Ill. 


LILAC HELP 

I need some information on a cycle that I 
bought last fall. It has the name LILAC 
LS-18 painted on it. I'm sure it is a Japa- 
nese made cycle because it has Jap letter- 
ing under one of the battery covers and it 

has a Mikuni carb. 
Where do I get an owner's manual and 

parts? 

D. Miller 
Brodbecks, Pa. 


Address all correspondence to Cook Neil- 
son, “Letters,” Cycle Magazine, 766-H 
Lakefield Road, Westlake Village, CA 
91316. 
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Make of cycle 
Please rush 


You bought your cycle to have fun. But it's no 
fun riding when you're perspiring and fatigued 
from heat build-up on the cycle seat. 

Kool Breeze Seat is designed to eliminate 
those problems by allowing a constant flow of 
air between you and the seat. And it's easily 
snapped on. 

With a Kool Breeze Seat you'll notice immedi- 
ately how cool you are — and so will others. 


KOOL BREEZE SEAT 
470 Pershing Ave., Mattawan, Mich. 49071 





Reg. Seat at $4.95 ea. or 
Deluxe Seat at $9.95. Enclosed is 


— check __ money order. 





Name 





Address 
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TRIUMPH TR7RV TIGER 750 


The 750 twin is the most updated and reworked machine from Triumph in years. 


CYCLE ROAD TEST 


e Progress comes to Triumph on gossamer wings, 
sometimes reluctantly, and certainly never with a 
rush. To expect the age-old British firm to convulse 
and spew out a Ducati 750 or a Yamaha 750 or a 
Honda 750 or any motorcycle whose only roots attach 
to a clean sheet of drafting paper is, at this point in 
time, to expect the impossible: they just . . . can't 
. . . do it. What they can do is what they have done: 
make a 750 out of a 650, react to the cries of their 
dealers about styling, inch forward on the matter of 
oil-leak control, and land themselves in a displace- 
ment category they feel is more attractive sales-wise 
than the one they have vacated. With these changes in 
approach the company may begin the long climb from 
the pit they dug for themselves with their 1971 and 
1972 models and a coincidental and damaging short- 
age of production. 

For 1973 Triumph is moving, actually, in two di- 
rections: forward into the 1970s with the five-speed 
transmission and disc brakes on everything except the 
Daytona 500, Hurricane and Trophy Trail, and back- 
ward towards the styling that existed when the com- 
pany had not as yet felt the hot breath of the Japanese: 
the late '60s. Whether Triumph can in fact go home 
again remains to be seen. What security the dealers 


may feel when looking at Triumph's current crop 
could emanate from the bikes' call to times far away 
and long ago, and they may ultimately feel that such 
recidivism was more pleasing emotionally than finan- 
cially. Because the bikes look like the bikes of yester- 
year does not mean they will bring with them the pros- 
perity of yesteryear. But we digress. 

The particular motorcycle in question here is the 
new 1973 Triumph TR7RV (the R standing for Road, 
the V signifying the five-speed transmission—for all of 
you who thought it might be reed-valve), a wide-bore 
version of last year's Tiger 650. But there's much 
more to it than a few millimeters in the cylinder 
block. There is, for example, one of motorcycling's 
best disc brakes up front; there is a handlebar assem- 
bly wholly unsuited to the character of the bike; there 
is a new key location (well, sort of new) that’s still 
wrong; there is a new rear tire; there is fresh thinking 
in the transmission; there is a new muffling arrange- 
ment; there are new rocker-boxes (introduced on the 
tail-end of the ’72s); and there are new and quieter 
camshafts. All together it is an exceptionally nice Tri- 
umph and a reasonably good motorcycle. 

Most of us grew up with Japanese motorcycles; if 
any of you want to experience what motorcycling was 
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like before the Japanese got a throat-lock on 
the market, spend a day on the TR7 Tiger. 
Its interpretation of the sport is much differ- 
ent from that of a Honda or a Suzuki, and 
even different from that of a Yamaha 750 to 
which it is generically related. The Triumph 
approach first considers the motorcycle, and 
then the rider, having all the technical de- 
sign qualities of an efficient machine—light 
weight, simple powerplant, a minimum of 
luxury or convenience features, easy mainte- 
nance, superior fuel economy (49 mpg), in- 
expensive manufacturing procedures and es- 
pecially well-rounded performance in stop- 
ping, acceleration, top speed and handling— 
and then demanding that the rider put up 
with the side-effects of such a package: more 
than moderate vibration, maintenance on 
certain outdated design features such as the 
primary chain, some oil leaks, a stiff ride, 
less than ideal seating position, etc. The Jap- 
anese go at it the other way, and they go at it 
with trainloads of money, and what comes 
out the other end for the most part is a suc- 
cession of motorcycles with extraordinary 
engines and extraordinary comfort and in- 
different handling and 90 per cent of the 
American market. Can Triumph copy? No. 
Their engine development is slow because it 
takes a lot of time spent by a lot of expensive 
people to engineer out design aspects that 
have been around for 36 years (primary 
chain, no center main bearing, undersquare 
dimensions, pushrods, etc.), and Triumph 
simply doesn’t have the resources. 

But they never stand absolutely still, and 
the TR7RV, when contrasted to last year’s 
version, is evidence. First, the engine. It ain’t 
easy to go from 649cc to 743.6cc with basi- 
cally the same engine and expect it to live, 
and Triumph’s engineering here seems par- 
ticularly thorough. From the top: new rock- 
er boxes provide finned access plates instead 
of those large threaded caps of 1972, and 
they perch on a cylinderhead secured by 
stainless steel (of an alloy matching the ex- 
pansion rate of the head) studs: four around 
the perimeter, and two between the combus- 
tion chambers. The combustion chambers 
have received a %g-inch chamfer/squish 
band to accommodate the wider bore. The 
pistons have 5mm more diameter and pro- 
vide a compression ratio of 8.5:1, and they 
attach to connecting rods first seen in the 
750cc twin BSA A70 racing engines two 
years ago. The rods are 0.406 inches shorter 
than the rods in the 650 engines, and the 
cylinder assembly has been shortened a simi- 
lar amount. Why? With current auto prac- 
tice being to increase rod lengths to cut 
down on rod deflection and piston thrust- 
loads, the question is a valid one, and no one 
at Triumph seems to know for sure. Expla- 
nations ranged from, “Well, it makes the en- 
gine a lot easier to work on (it does),” to “It 
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The TR7 stays neutral until you're flat flying; then it oscillates slightly. 





The cylinderhead has a %g-inch squish band to 
cover the bigger pots. 





TR7 has larger locking dogs than old 650, and layshaft second gear is thicker. 





The 750 has shorter rods (and larger Hepolites by 5mm) The speedometer erred on the low side; nighttime 
than the old TR6. instrument illumination is not good. 
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reduces reciprocating weight (it does),” to 
“It makes the engine smoother (it might),” 
to “It has been long felt that our stroke-to- 
displacement-to-rod-length ratio was wrong, 
so we took this opportunity to correct it,” to 
“It increases top-end horsepower (it 
doesn’t),” to “It increases low-end torque (it 
doesn’t).” A couple of certainties: with the 
.750-inch wrist-pin diameter (as opposed to 
last year’s .689-inch) and the shorter rod, 
the reciprocating assembly is stronger than 
it was; the connecting rods gave no trouble 
in the racing engines and can be expected to 
be reliable here; and the engine is noticeably 
smoother than the bike we tested last year. 

Pistons are Hepolites with two tapered 
compression rings and a three-piece Apex- 
type oil-control ring, and compression is low 
because Triumph does not want any trouble 
with their 750 twins (with a lot of compres- 
sion and almost 100cc more displacement, it 
is possible that the heat dissipation qualities 
of the 650-size cylinderhead and an iron cyl- 
inder assembly would be over-taxed). But 
compression is not low enough, or the com- 
bustion area shape carefully engineered 
enough, to permit low-test or lead-free gaso- 
line—that sort of modification should come 
in 1974. 

Primary drive is through a triple-row pri- 
mary chain (also new for '73) to an im- 
mensely successful clutch and thence to a 
five-speed transmission that has been signifi- 
cantly beefed up from last year. The 
changes: the low-gear locking dog is sub- 
stantially larger, the layshaft second gear is 
thicker, all the reliefs have been shifted 
around to permit bulking where it is needed, 
and the layshaft second gear and mainshaft 
first and second gears have all been given 
new tooth forms. Triumph, incidentally, is 
also making available CP (for Complete 
Packet) 1000, which includes all the new 
parts to update last year's five-speeders, as 
well as an indexing tool to ease transmission 
reassembly. 

“We're making changes now that we 
should have made 22 years ago," confided a 
representative of Triumph. One of them is 
an eight-pound static air check of every en- 
gine that rolls down the assembly line. Air is 
injected into the sealed engines through the 
breather, and if any of them leaks, either 
through an inaccurately machined surface 
junction or through porous castings, it is re- 
jected. It must help: last year's test Triumph 
leaked past the oil pressure relief valve, the 
crankcase seam, the alternator cover, and 
down the fork legs. Thus far the TR7RV has 
been incontinent only around the cylinder 
base flange and the oil pressure relief 
valve—a big improvement. Triumph tells us 
that an additional fastener will secure the 
outside of each valve adjuster plate, and 
more screws will be added to the alternator 
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The exhaust headers started to discolor at the balance Amal carburetor still leaks and occasionally 
pipe junctures. cough-stalls while idling. 
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Old double-row primary of 650 has been replaced with Lockheed disc is superb, producing 0.888G with 
triple-row chain. less-than-perfect Dunlop K-70 front tire. 
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cover to keep it from leaking as well; but we 
experienced problems in neither area. 

Wish we could say the same about the gas 
cap and the carburetor, but we can’t. Both 
leak, and the carburetor leaks to the point of 
being a nuisance. The starting drill demands 
that you flood the float-bowl by depressing 
the small tickler on the right side of the 930 
Amal, and the result is that you get gas on 
top of the crankcases and gas on your finger. 
Providing a longer tickler would at least 
keep the gas off you. Frankly, a revised and 
much better Amal would be welcome. 

Performance-wise the Tiger is a pleasure 
in all its aspects. Despite two more teeth on 
the countershaft sprocket (top gear ratio is 
4.70 as compared to 4.9 for last year's four- 
speed Bonneville) the Tiger's quarter-mile 
figures were 13.513-95.64, or a half-second 
quicker and almost three-mph faster than 
the '72 650 Bonneville, which sports two 
carbs. Braking was just as impressive: its 
three quickest stops (131'0" from 59.01 


mph, 142'5" from 61.55 mph, and 1353" 
from 59.92 mph) produced an average of 
0.888G, or just about the same stopping 
force as the Trident tested in our Superbike 
issue. It could have done better except for 
the K70 Dunlop up front, a tire that by no 
means matches the stopping ability of the 
excellent Lockheed hydraulic disc. And cor- 
nering is as we have come to expect: the bike 
is absolutely neutral until excessive speeds 
and cornering loads are reached. at which 
point it begins to oscillate slightly and un- 
dersteer. The oscillation is no more severe 
than that of the Norton and less significant 
than any bike tested with the exception of 
the Laverda 1000 and the Ducati 750, and 
the understeer can be dealt with by simply 
forcing the Tiger into a more pronounced 
lean-angle. Grounding is not likely to be a 
problem. If you touch the footpeg on the 
right you're over far enough, and if you drag 
the centerstand on the left you're already 
over too far. 


Unfortunately, it is written that you must 
pay a price for such handling accuracy—in 
the Triumph's case it's with suspension com- 
ponents that are unpleasantly stiff over sub- 
urban bumps and absoiutely welded solid 
over highway seams. It bucks as badly on 
the freeway, in fact, as any bike tested in the 
recent past. 

If suspension tautness makes the long 
haui uncomfortable, vibration makes it a 
real nuisance. A 90-mile, 70-mph freeway 
streak from the drag strip to our shop north 
of Los Angeles left one staffer with a totaily 
insensitive bum, and it stayed that way for a 
couple of hours. Tougher staffers weren't so 
badly distracted, but did note that vibration 
was evident in the seat, the handlebars. foot- 
pegs, and fuel tank—in short, everywhere 
human anatomy came in contact with mo- 
torcycle anatomy. But the vibration moves 
around depending on engine speed. so it nev- 
er really gangs up on you and makes vou 

( Continued on page 112) 
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Price, suggested retail 
Tire, front 


Brake, front 


Brake swept area 
Specific brake loading 


Stopping Force ..... 


Engine type 
Bore and stroke 


Piston displacement 
Compression ratio 
Carburetion 

Air filtration 





Ignition 


Fuel capacity 
Oil capacity 
Lighting 


Gear ratios, overall 








Wheelbase 








Seat height 
Ground ciearance 











Curb weight 
Test weight ... 
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Standing start %-mile 
25 Top speed 


Mph/1000 rpm, top gear 


Sound lever, (California Standard) 


West Coast, POE $1,550 
3.25 in. x 19 in. K70 
4.00 in. x 18 in. K70 H/S 
1.625 (2) in. x 10 in. 
1:975. 10s 67 in: 

115.6 sa. in. 


.... 4.97 lb/sq. in., at test weight 
sk SEEÉNLIESIUUIBGIOSS 0.888G 


360? Parallel vertical twin 


M NE 2.99 in. x 3.23 in., 76mm x 82mm 


45.359 cu. in., 743.6cc 


12v, 12 ah 
(1)12.15 (218.63 (3)6.58 
45.59 (5)4.70 


6.5 in., with rider 

415 Ibs., with full tank of gas 
575 ibs., with rider 
Speedometer, Tachometer, Odo- 
meter. Trio Odometer 
86 aB(A) 

"3.513 seconds, 95.64 mph 
112 mph lest.) 
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Warning: The Surgeon General Has Determined 
That Cigarette Smoking Is Dangerous to Your Health. 
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Brake torque arm is in compression as it transmits force out of suspension and into frame. 


CYCLE ROAD TEST 


ROKON RT 340 TCR 


PHOTOGRAPHY: BILL DELANEY 


e Ever hear of a Rokon? It's not a Japan- 
ese horror movie monster, nor is it nokor 
spelled backwards. Chances are, unless 
you're a middle-aged game hunter, you've 
never heard of the marque. Rokon's first 
endeavor in building two wheelers is an 
incredible contraption, much more likely 
to be seen in outdoor magazines than 
bike books. It has tractor treaded ATV- 
type tires, a very vertically compact chas- 
sis and power plant, about two feet of 
ground clearance, and a tiny Chrysler out- 
board engine which powers both wheels 
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npressions of the Rokon's riding feel are deceptive; you get going lot faster lot quicker than you think. Much reflection and discussion yielded our conclusion. 


^e variable ratio pulley system doesn't yet like water. The master cylinder for the rear brake is tucked away behind rightside peg and frame member. 
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through a series of chains, sprockets, U- 
joints and drive shafts. Called the Trail- 
Breaker, the little machine was designed to 
cross rugged terrain—but with a completely 
different philosophy than a normal bike. 
Rather than utilizing the momentum at- 
tained from fairly high speeds, the Trail- 
Breaker relies on a lot of torque multiplica- 
tion and the sheer tractive power of the five- 
psi tires pulling in unison. The deflection of 
the tires is the only suspension; at the Trail- 
Breaker’s creeping speed, it’s the only 
springing needed. The bike is made for peo- 
ple who have a lot of time to pick their path. 

So when Rokon decided to get into the 
enduro bike market, they obviously had to 
build a new machine: there just weren’t all 
that many enduros being run with five-mph 
average speed schedules. What Rokon came 
up with is no less innovative than the Trail- 
Breaker, but the RT 340 is a sure-nuff rock- 
and-mud throwing motorcycle, and it is the 
concensus of this staff that, not only is it the 
most enjoyable off-road bike we've ever test- 
ed, but will probably force its competitors to 
copy its transmission approach and do away 
with clutches and shift-levers. By the mid- 
1970s, we feel, every front-line off-road bike 
manufacturer will offer a system similar to 
the Rokon's. Not only that: the Rokon has 
permitted certain elements of the Cycle staff 
to accomplish feats off-road that they had 
only dreamed about, it has encouraged them 
to try things they never would have tried. It 
has made them better off-road riders, and on 
several occasions its superior suspension and 
geometry has kept certain staff members out 
of serious trouble. 

The complete name for the new bike is the 
Rokon RT 340 TCR Automatic Enduro. 
The first two letters have no particular sig- 
nificance except as a model designation. The 
engine's piston nominally displaces 340cc 
(actual 335cc), and the bike is a Tom Clark 
Replica. Tom Clark is, and has been (ac- 
cording to which facts and opinions are con- 
sidered), an astonishing number of things. 
On a strictly organizational level, though, 
Clark has been a very fast professional racer, 
an airplane salesman, a BSA and then Yam- 
aha field representative, the Director of Pro- 
fessional Competition for the AMA, and a 
Vice President/Sales for Rokon. He is now 
back with the AMA as a regional manager 
in the Midwestern area. 

Tom Clark's passion for enduro bikes and 
his ability to verbalize his riding impressions 
brought him together with Rokon's engi- 
neers during the initial prototype stages of 
the RT 340. Those first bikes were devel- 
oped by running them in the most grueling 
enduros in the country. The resulting pro- 
duction prototypes, of which we had two for 
a couple of months' testing, are distinctly pe- 
culiar in their own right. A flat-bottomed, 
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Homely looks belie race developed mechanical Spartanism and functional excellence. 
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long skirted fuel tank looks like a yellow sow 
bug with an English schoolboy haircut. Very 
wide, ungainly fenders, a fat pouch behind 
the seat, odd-looking one-piece wheels, disc 
brakes, and a melon-like sheet steel primary 
drive cover complete the homely first-glance 
impression. But the bike is built as a serious 
competitor’s cross-country enduro mount, 
and function reigns over form in such mat- 
ters. A healthy price tag of around $1,500 
will shock impulse-buyers away from this 
machine right off, so its makers wasted no 
time on cosmetics. And the closer we 
looked, the more sense it all made. 

The dowdy tank is designed to hold 
enough fuel mix (3.5 gal.) to get the bike 
between scheduled stops in enduros (about 
60 miles) and not be vulnerable to objects 
lying on the ground during inevitable fall- 
downs. And the fat, long fenders keep mud 
and rocks off the rider and engine. Made of 
a plastic material so flexible that they can be 
twisted and bent double, the fenders are 
shock-mounted and tear-resistant. Black 
rubber mud flaps complete the protective 
design of the fenders. A complete set of tools 
lie at-the-ready in the pouch, and the wheels 
are cast magnesium alloy, made by Tabloc. 
The wheels are light, incredibly strong, the 
rims don’t load up with mud, and the spokes 
don’t ever need to be adjusted during an 
event or at any other time. 

Kelsey-Hayes single-piston model 400-H 
brake calipers are mounted on both wheels 
using Rokon’s own torque arm linkages. The 
front linkage is identical in design to the 
Honda arrangement which pivots perpendi- 
cular to the brake-pad tangent line to com- 
pensate for wear on the stationary pad. A 





ee 2 


Bike can be leaned against strong, flat-bottomed 
sidestand to remove either wheel in a muddy field. 
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fairly insignificant malfunction occurs in 
this arrangement when the pad wears. The 
Honda pads are made with rounded back- 
sides so they can pivot to the same angle as 
the torque arm. With the fixed K-H pads, 
the caliper piston tends to cock in trying to 
follow the torque-arm angle. The resulting 
waste movement becomes evident to the rid- 
er as the ineffective hand lever travels at the 
handlebar-mounted master cylinder. A stan- 
dard Honda 750 master cylinder is used and 
its efficient construction prevents the fixed 
pads from creating some kind of an emer- 
gency if the pads are replaced at 500 enduro- 
mile intervals. 

The clever design of the caliper mounting 
permits the rear brake to be the most per- 
fectly functioning one for a dirt bike we’ve 
ever used. Placed up behind the shock absor- 
ber for protection, the caliper has full-float- 
ing torque and locating arms which do not 
adversely affect the rear suspension move- 
ment. With rear brakes whose torque is re- 
solved by feeding it into the swingarm, the 
force generated compresses the shock absor- 
ber springs and spoils traction on bumpy 
surfaces. With the floating system, the 
torque arm forms a moving parallelogram 
with the swingarm and feeds all the reaction 
from braking into the frame. Most designers 
would automatically shy away from putting 
a brake torque arm into compression, but 
the Rokon system thrives that way. The 
master cylinder for the rear brake is tucked 
just inboard of the right footrest. Another 
stroke of genius is manifested in the brake 
lever: it pivots from its forward end and an 
adjustable rod transfers motion straight into 
the master cylinder. A guard plate welded to 


Route chart, watch holder and VDO speedometer 
with tenth-mile resettable odometer are standard. 





the inside edge of the lever serves two pur- 
poses. It keeps the rider’s foot from mistak- 
ing the frame tube for the pedal, and the 
guard plate also provides a bearing surface 
to keep the lever from getting bent under or 
over the frame if it gets hit. 

Both brakes are connected to their master 
cylinders with Teflon-lined flex hoses and 
both caliper pads are an extremely tough 
material which combines copper and silicon 
carbide. The bolt holes in the calipers are 
helicoil-inserted so that the frequent pad 
changing schedule won’t soon ruin the vital 
clamping threads. 

Of the innovative and clever features on 
the RT 340 TCR, the foremost has to be the 
variable ratio primary drive. Patterned after 
a system developed for snowmobiles, the 
components are made by Salsbury, a Los 
Angeles firm that pioneered the basics of 
this transmission on a huge motorscooter 
they manufactured in 1938. About the time 
the snowmobile craze hit, modern technolo- 
gy caught up with Salsbury’s idea and pro- 
vided materials that would allow a flexible 
belt to live up to the strain of higher pow- 
ered engines. 

Basically the system is a pair of pulleys, 
each with movable sides, connected by a V- 
belt. A trio of spring-loaded centrifugal 
weights in the engine pulley push its sides 
together in proportion to engine rpm. A 
spring keeping the bigger rear pulley togeth- 
er gives way to the greater force of the clos- 
ing front pulley and opens accordingly, 
thereby raising the speed ratio. The fantastic 
feature is a ramped cam on the back side of 
the driven pulley which allows the unit to be 
sensitive to rear wheel traction. If traction is 





Tillotson diaphragm carburetor allows engine to 
idle happily even if bike is lying on its side. 
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V-belt and pulley system vary drive ratio according 
to throttle opening, engine speed and traction. 
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good, maximum torque multiplication is 
sustained at full throttle. If the wheel tends 
to spin, the pulley ratio automatically ad- 
justs to the load and throttle opening. A sec- 
ondary fixed-ratio reduction box, which uses 
sprockets and a triple-row chain sealed in an 
aluminum case, holds the rear pulley and 
drives the rear chain sprocket. The range of 
the pulley system is 3.76:1 at the 2,300 rpm 
engaging speed to 0.85:1 at 6,000 rpm. The 
secondary reduction ratio is 1.74:1 and this 
is further multiplied by the rear chain 
sprocket’s ratio of 4.15:1. The total overall 
ratio thus ranges from a low of 27.18:1 to a 
high of 6.14:1. Maximum speed is 83 mph at 
6,500 rpm. 

To start the bike, you open a fuel valve, 
push forward a little choke lever on the carb, 
and pull gingerly out on the starting cord. 
After you feel the starter mechanism engage, 
the cord is pulled out smartly about two 
feet. Damage can result if the cord is yanked 
all the way out hard against its limiting stop. 


Price, suggested retail 
Tire, front 
rear 
Brake, front 
rear 
Brake swept area 


Engine type 
Bore and stroke 
Piston displacement 


Carburetion 


Ignition 
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Fuel capacity 
Oil capacity 








Lighting 
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Battery 
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Seat height 
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Curb weight 
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Standing start %-mile 
Top Speed 





25 30 


Specific brake loading 


Compression ratio .. 
Air filtration s»: 
Mph/1000 rpm, top gear 


Gear ratios, overall .. 
Wheelbase ......... 


Grolnd.clearanee + eae ur ewe wees aes 
ahs 290 Ibs., with full tank of gas 
ee Te re ss 450 lbs., with rider 


.... Speedometer, Trip Odometer, 


Test weight ........ 


Cycle’s Dale Boller is very large and very 
strong. He stared blankly at the frayed end 
of a broken cord before we learned the right 
way. The choke is very effective: if the en- 
gine doesn’t fire on the second pull, the lever 
is returned to the open position and the 
throttle opened about half-way. Our experi- 
ence showed that the engine would start on 
choke and run about four revolutions, then 
die before we could get the choke off. Then 
the fire would light in earnest on the first 
non-choke half-throttle pull. We never got 
the engine hopelessly flooded, but there’s a 
thumb valve in the bottom of the crankcase 
to allow purging if it does happen. 

The engine settles into a rasping, rather 
noisy idle and sits there happily warming up 
at about 1,500 rpm. When you're ready to 
go, you just kick up the sidestand, open the 
throttle a little, and the Rokon moves 
smoothly away. Open the throttle a lot and 
you had better be ready for action. The front 
wheel lofts into the sky, an enormous dense 


ROKON RT 340 TCR 


PEER NO RES 11 in. x 1.5 in. 
AE E 178.96 sq. in. 
.... 2.51 Ib/sq. in., at test weight 
SER Piston port two-stroke single 
...3.071 in. x 2.756 in., 78mm x 70mm 
ROM OAM P 20.41 cu. in., 334cc 
Ue Ee ke 11.8:1 Nominal 
Stee SAY BBE 1; 38mm; Tillotson 
. . Synthetic fiber (AC #A170CW) 
REN coop Tur ES Flywheel magneto 
33 @ 6,500 rpm Claimed DIN net. 


Pe Te eT ee T Variable 


mixed with fuel at 20:1 ratio 


Imi dub aid B Sm 12v, 40 watts 
... 12v, 6 ah (optional equipment) 
EUER: 27.18 to 6.14 variable 


Route and watch holder. 
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Tough formed-aluminum shield keeps chain from 
snagging tire or collecting mud off the tire. 


spray of clods flies from the rear wheel, and 
a heady roar of engine noise accompanies 
you across the turf at an alarming rate of 
speed. The bike is a tremendous gas to ride: 
no shifting, no stalling out on hills, no slip- 
ping the clutch, no hassle. Just go. We never 
tired of it. 

On steering response, the RT 340 is essen- 
tially neutral. It enters turns readily while 
not diving abruptly. High speed stability is 
absolute, but the bike does not understeer 
maddeningly as do many other slow-steering 
dirt bikes. The machine slides beautifully 
and controllably and it won’t pitch you off 
the high side if you have to close the throttle 
in the middle of a big roostertail. In such a 
situation, the Rokon rights itself and goes 
straight instead of continuing the turn. The 
machine is incredibly forgiving. Several of us 
have been way up in the air with the front 
wheel almost straight down and the rear 
wheel way over to the side, and the Rokon 
kept us from paying the price. The balance 
and suspension are uncannily fine. 

Control of power to the ground is fantas- 
tic. When the rider encounters trouble on a 
hillclimb, merely easing the throttle enough 
to regain stability doesn’t mean that he has 
to re-take the hill. Even if you have to stop 
completely to regain your senses, you can 
turn the throttle on just enough to re-estab- 
lish motion. 

Going downhill takes a little technique 
modification for those used to a convention- 
al bike. If you are going fast, the belt will 
kick into neutral if you close the throttle. 
Tweaking the throttle periodically will re- 
gain engine braking if you wish, but the 
brakes work so effectively and are so fade- 
free that we soon began to rely on them ex- 
clusively. 
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Tom Clark collected several first place medals in 
grueling enduros while developing prototype. 


The Rokon does not like to be wet. Water 
makes the belt slip a lot and the grit has a 
tendency to jam the sliding surfaces of the 
pulleys. Eventually the primary drive will 
have to be enclosed as soon as cooling prob- 
lems are worked out. 

As is the case with all small manufactur- 
ers, Rokon had first to look outside their 
walls for a suitable engine. The choice was a 
Sachs SA 340 R snowmobile racing engine, 
an extremely robust powerplant with a rela- 
tively flat torque curve. Very light alumi- 
num-alloy castings surround the 78mm bore 
and 70mm stroke. Even the connecting rod 
is an aluminum forging with a steel-bearing 
insert in the crankshaft end and a plain 
bronze bush for the wristpin. The crankcase 
is a simple casting which is responsible only 
for mounting the engine; the make and 
method of power transmission is optional. A 
tapered crankshaft stub protrudes from the 
left end of the engine, and the right end of 
the crank turns a Bosch steel-rotored mag- 
neto body. Breaker points, a centrifugal ad- 
vance, and a 40-watt lighting coil character- 
ize the electrics. 

Mounting just outboard of the magneto 
housing is the recoiling pull-cord type start- 
er mechanism. When the cord is pulled out a 
slight bit, a couple of Teflon fingers cam out 
to engage a wheel bolted to the end of the 
magneto flywheel. 

Generous and very straightforward port- 
ing controls cylinder breathing. The ar- 
rangement is the conventional four-port pat- 
tern with a transfer on each side, the exhaust 
at the front and the inlet for the crankcase at 
the rear. Two small cutouts in the pressed-in 
iron liner, directly above the inlet port, cor- 
respond with holes drilled in the top of the 
piston face to allow wrist pin lubricant venti- 





MIG welding can be seen on the heavily gussetted 
steering head and backbone tube juncture. 


lation through the piston when it is at the 
bottom of the bore. Four ten-millimeter 
studs fasten the cylinder’s base flange to the 
crankcase. The cylinderhead has the cur- 
rently popular radial finning and a wide 
squish band surrounding a small hemispher- 
ical combustion chamber. Heli-Coil inserts 
in the cylinder’s six head-mounting holes 
prevent any fastener failure. In fact, we dis- 
covered somewhat later that the Heli-Coil 
inserts are used throughout the bike where 
aluminum is threaded. 

Carburetion is accomplished by an Amer- 
ican-made Tillotson model HD 14-A instru- 
ment which employs diaphragms to pump 
and meter fuel. The Tillotson has been used 
successfully for a number of years on snow- 
mobile engines under both racing and plea- 
sure conditions. Harley-Davidson used this 
carb on their Sportster and Duo-Glide mod- 
els for several years but continuing problems 
(with fuel vaporizing in the diaphragm 
chambers when the machines were idled for 
long periods on hot days) caused H-D to re- 
turn to a float-type carb. The only time va- 
por-locking problems arose in Rokon’s test- 
ing was during a hot spell in Texas when a 
bike was left idling for a long time while the 
rider checked a course layout. All our test- 
ing was done during the Southern California 
winter and the ambient temperature was 
never above 75°F. We experienced no prob- 
lems with carburetion. 

A hollow, aluminum conch shell, fabricat- 
ed from welded aluminum sheet, houses an 
AC #A170CW treated fiber filter element. 
We found this filter to work perfectly on 
dusty, dry terrain. After four weekends of 
hard riding, the element was replaced with a 
new one. A duck-bill valve in the bottom of 
(Continued on page 124) 
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€ At Cycle we get fairly regular reports 
on the condition of America as seen 
from motorcycle saddles. The very best 
of these accounts appear in the maga- 
zine, but more interesting, in a clinical 
sort of way, are those epistles which 
only earn rejection slips. Oft times 
hopeful contributors religiously record 
in words and snapshots those events be- 
tween East Horseshoe and South 
Mudsplat. Invariably the reporter 
cranks the scenery past the reader with 
all the monotony of home slide shows. 
Punctuating this deadly cadence are 
play-action reruns of roadside woes. 
Thus one reads of high adventure (we 
went here, and then we went there, and 
then there), repair tips (making a mas- 
ter link out of baling wire), overhaul 
blues (clever dealer John R. Friendly 
mended the holes in my crankcases), 
tense episodes (this big truck forced us 
off in a ditch), human kindness (the 
motel clerk let us motorcyclists check 
in), and broken friendships (those guys 
rode too damn fast). Perhaps there’s 
therapy in the recitation of stinging ex- 
perience; but frankly if motorcycle 
touring is still that much trouble, Pd 
rather be a heretic and fly. 

All travels burgeon from an idea, and 
in this genesis hides the germ of trou- 
ble. My weakness lies in the dislike of 
arithmetic. I love the panoramic gran- 
deur of a half-dozen maps cluttering the 
floor. To know that I'll start from one 
dot and ride thousands of miles to an- 
other fires my innate romanticism. 
Alas, it seldom activates my safety- 
catch of reason. You see, maps aren't 
reality, they only represent reality. And 
for those of us who turn through life 
cogged to schedules, our travels must 
necessarily be held inside some finite 
framework of time. That's the rub. It 
always seems to me that there should be 
about 268 hours in every travelling 
week, and that moving along eight 
inches of map could be done in two or 
three hours. Or maybe four. I always 
plan it this way in the abstract; it is 
only reality that fails me. 

With my internal odometer discon- 
nected, my mind labeled the trek from 
Cycle's New York office to the maga- 
zine's West Coast facility (in Westlake 
Village, California) as “The Trans- 
America trip.” Equipped with such a 
grand and noble idea, the other pieces 
fell in place. The magazine signed on 
Bruce Finlayson as the photographer 
because he's an experienced motorcy- 
clist, a keen observer and an excellent 
photographer. Besides, he's a good 
friend who had two spare weeks. The 
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choice of vehicles could have been equally 
simple, but everyone already knows that 
BMWs and Moto Guzzis and Honda 750s 


can handle transcontinental hops as easily as 
Boeing 747s. So we picked two motorcycles 
which have received little notice in this era 
of trail machines and Superbikes. 

The Honda CB-450 has become almost in- 
visible today since the official Honda hoopla 
surrounds the four-cylinder street bikes and 
now the new two-stroke off-roader. The 
Honda torsion-bar twin deserves something 
better than closet lock-up. Certainly a lot of 
buyers haven’t forgotten the machine. Back 
in 1970, the editors of Cycle believed that 
the 450 was “as close to perfect, within the 
limitations of compromise, as any motorcy- 
cle has ever been. . .” 

The Benelli 650 has been pretty invisible 
too—although for a different reason. Be- 
cause the factory’s pipeline to America is 


60 


small-bore, the 650 remains so rare that the 
great majority of motorcycle riders have 
never seen a real example. In February 1971 
Cycle magazine praised the Italian twin as 
“The Best Touring 650." So both bikes had 
Cycle’s glowing endorsement. Trans-Ameri- 
ca on these twins? Well, why not? Magazine 
editors should be able to ride and abide by 
their own words. Either that, or eat them. 

I swallowed a lot of water instead, as we 
chased through a downpour. Cutting across 
New Jersey and Pennsylvania on Interstate 
78, we headed toward Harrisburg, the pick- 
up point for Interstate 81 which would carry 
us down to the Skyline Drive in Virginia. 
Bruce, on the Honda, stayed dry inside his 
Barbour jacket, but as the miles stacked up, 
my orange snowmobile suit sprang leaks. 
Not that it bothered me all that much; I 
kept busy swallowing water and listening to 
the motorcycles. 





With vision blurred and body senses 
blunted, the motorcyclist’s ears may grow 
larger splashing through a rainstorm. It’s an 
ideal situation for small sounds to be magni- 
fied into large problems, and a perfect time 
to recall all the servicing the motorcycles 
didn’t get—and maybe needed. Both ma- 
chines had been serviced before leaving New 
York, though not completely. On the eve of 
the departure, the Benelli horn, a good Ger- 
man Bosch unit, developed an internal short 
and blew a fuse in a secondary circuit. We 
had simply disconnected the horn and re- 
placed the fuse. A last minute search re- 
vealed no feeler-gauge to check the valve 
lash on the twin-cam Honda so we deferred 
that check. Since the Benelli had turned 900 
miles on its odometer, and the Honda in- 
strument had clocked 1,800 miles, we didn’t 
hesitate to leave New York, thus convincing 
ourselves: “If the bikes have run this far 


CYCLE 








with no serious problems, they'll be okay for 
a while anyway." Strange it is how, motor- 
boating along a few hours later, you review 
that argument again. And persuade yourself 
one more time. 


The rain curtain lifted just as darkness 
settled over the Skyline Drive in Virginia. 
The Drive takes the high ground through 
the Blue Ridge mountains, far above the 
Shenandoah River. These scenic drives are 
supposed to etch-mark your memory, caus- 
ing journalists to write on and on. Sorry, I 
can't. It was dark and foggy; the headlight 
beams did perfect 180-degree turnabouts. 
The road kept going left and right while 35- 
mph speed-limit signs guarded the side of 
the road. Twenty miles per hour in the foggy 
muddle seemed quite enough, particularly 
since deer had congregated on the roadway. 
Intent upon missing the last roundup, all I 
remembered was Benelli's dead horn. I 
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laughed. Right before centerpunching a 
deer, the last thing I'd yell would be “Beep, 


» 


Beep, you mother. . . 

It never happened. The next day dawned 
and we left our Waynesboro, Virginia motel 
in the early morning gray. The Appalachian 
and Allegheny Mountains have stubbornly 
held Interstate 64 back, and the superhigh- 
way alternates with Route 60 through Vir- 
ginia and West Virginia. Interstate and two- 
lane blacktop change places with disconcert- 
ing suddenness. You’re snapped back and 
forth, the concrete monolith tied to your 
destination, the narrow road laced to places 
you'll never know. If you stick to the old 
roads, at least you'll see what you're miss- 
ing. The great sprawling systems of steel and 
concrete simply burrow through the land- 
scape forming gigantic space-and-time tubes, 
divorced from the countryside through 
which they cut. But we needed those flat- 
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topped monuments. Our schedule, mapped 
out and built in New York, gave us only 
four days to reach Colorado from Fun City. 
The plan meant racing to Colorado—and 
then gently coasting to the Pacific in six easy 
days. For motorcyclists who had no time to 
know New Jersey better, the Interstate tun- 
nels were the fast set-up. 

Route 60 would not let us forget the back- 
lands. A quick motorcycle must be the fast- 
est way around creeping traffic that turtles 
over the mountains on two-lane pavements. 
We gobbled cars and trucks, but stayed on 
the cool side of intramural racing. Both mo- 
torcycles possessed adequate power for 
mountain work. The Honda had the edge in 
acceleration and braking; the Benelli scored 
on a stronger top-end and steadier handling 
above 60 mph. At 40 mph the Benelli 
steered too heavily for our tastes; horsing 
through corners could wear a rider thin. 
Higher speeds solved the problem though 
both machines would touch down hardware 
in corners. The pavement gnawed away at 
the Honda’s peg carriers while the Benelli 
lost metal off its centerstand. 

Small towns interrupted our version of the 
hot mountain trots. The schedule prevented 
us from spending much time talking to any- 
one, but someday I may write a book on 
America as seen through the eyes of gas sta- 
tion attendants. Truthfully, we stopped to 
camera-shoot when we saw an object or set- 
ting which would make “an arresting photo- 
graph." Good photography doesn't happen 
spontaneously. In Lexington, Virginia we 
found a railroad station; boarded up, weath- 
ered, and still rotting. Built in 1883, the sta- 
tion must have been a tribute to the prosper- 
ity of the railroad. Ninety years later, the 
brick structure still stands, but scrub grass 
grows where the tracks once lay. We photo- 
graphed the station because we thought it 
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(Above) The Benelli had no air filters; it also suf- 
fered high-altitude carb staggers. Hard riding pro- 
duced oil slick at the end of breather tubes. 


symbolized the way in which the country 
has forgotten Appalachia, the way in which 
Americans abandon their past. And there’s a 
less esoteric explanation. People take photo- 
graphs as a simple way to remember places 
and things they’ll never have time to know. 
Finally, dear readers, there’s our bald expla- 
nation: we spent two hours a day photo- 
graphing America and motorcycles because 
Cycle couldn’t very well print a black-bor- 
dered box, under which would read, “Imag- 
ine in the blank space above a Honda CB- 
450 and an old railroad station.” 

After cranking the film, we consulted the 
daily timetable, darted back on the Inter- 
state, and told ourselves that our hard dash 
would end in Colorado. On the eve of the 
second day we spanned the Ohio River in 
Louisville, Kentucky and peeled off onto In- 
diana Route 460. 

The run into Dale, Indiana had magic in 
it. The moonlight blacklighted the rolling 
hills, and the new asphalt road snaked, 
twisted, plunged and climbed. Our head- 
lights flooded the road and its freshly paint- 
ed yellow and white stripes. As the road rose 
and fell, it took us through layers of warm 
and cold air, and the smell of freshly cut 
corn created yet another sensory dimension. 
The day had brought us 600 miles; the last 
75 were the very best. 

On the third day we crossed the Mississip- 
pi River at St. Louis; by this time we had 
learned a lot about the Benelli and Honda. 
The constant mountain shifting, which 
yanked the chains, and the high-speed inter- 
state droning, which cooked the links hour 
after hour, meant constant attention and ad- 
justment. The chain-service intervals closed 
down to 300 miles for 650, 400 miles for the 
450. We never got the chain adjustments co- 
ordinated; when one required tightening 
drill, the other didn’t. According to our cal- 
culations, every day one hour’s riding time 
escaped while we broke out the tools for ad- 
justment, adjusted, put the tools away, 
cleaned up and took a post-operation break. 
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The Benelli’s chain seemed especially tem- 
peramental; when a little slack, the chain 
chewed away on a frame tube. 

The Honda consumed oil at the rate of a 
half-quart every 600 miles; the Benelli need- 
ed the same amount inside every 1,500 
miles. If oil consumption was no concern, 
gasoline thirst certainly was. We were tank- 
ing up every 100 to 120 miles. The inconve- 
nience compounded in halves: short hops 
and more gas pump breaks. 

Mechanically the Honda proved nuisance- 
free. The ticking in the cylinderhead, indi- 
cating valve clearances weren’t too tight, 
forestalled any valve-lash checking. The Be- 
nelli’s speedometer died a liar at 1,250 miles, 





so thereafter the tachometer served as a 
speed calculator. The taillight bulb expired 
at 1,500 miles. 

Though we carried chain lube, spark 
plugs, spare bulbs, tire tubes, tire irons, a 
pocket tire pump and a couple of crescent 
wrenches, Bruce and I hardly qualified as 
mobile service stations. The list of spares 
suggests our fear of flat tires. In the begin- 
ning we never thought about roaching rear 
tires; but rolling into Missouri, we realized 
that the Honda’s rear tire would be worn 
smooth within 1,500 miles, and the Pirelli 
on the Benelli might go bald as well. 

Interstate riding had accustomed us to the 
fast moving traffic in Missouri, where speed 
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limits are honored in breech. Everyone on 
that Interstate had some distant destination, 
and pressed towards it with vengeance. 
Huge tractor/trailer rigs blasted past us like 
thunderclaps from hell. You could pass 
through Missouri without really noticing. 
We did. 

Kansas was different. We got off Inter- 
state 70, swung north, caught old U.S. 24 
going west, and settled in for a long scoot. 
The Benelli engine churned away at an indi- 
cated 5,000 rpm, and the Honda twin 
winged along at 7,000 rpm; at times our 
speeds climbed to the far side of 80 mph. 
Nevertheless, passing projectiles reminded 
us that Kansas is the home of the world’s 


High speeds roached the Honda’s tire in 4,400 
miles. Long-term vibration damage was minimal 
on the Honda; lead wire for bulb fractured. Slack 
Benelli chain would eat away on a frame member. 





fastest pickup trucks. 

I always thought that Kansas stretched 
out flat as plate glass. On the contrary, east 
of Stockton, U.S. 24 rolls over the gentle 
hills. Startling too was the sunlight. Bright, 
intense—almost white—light bathed the 
road and countryside around us. The light 
would bring white-painted farm buildings to 
an almost luminous glow. 

Stockton, Kansas was getting primed for 
the big Friday night high school football 
game. People there had worked like hell all 
day—in that deliberate mid-American 
way—and, as the day slowly burned itself 
out, everybody was going to the football 
game, or wishing that they could go. We 
passed on the game and struck west again, 
running down an empty road at suppertime. 
A half-hour later U.S. 24 came alive with 
cars and trucks and buses, all on their way 
to the ballgame. After another half-hour 


65 























passed, our motorcycles owned the deserted 
road again. If you’ve been to Stockton, 
you’ve touched America. 

The fourth day ended in Burlington, Col- 
orado where we serviced the machines on 
the morning of the fifth day. The Honda re- 
quired an oil change, an air filter check, a 
quick ignition inspection, chain adjustment 
and a general clean-up. Once again we de- 
ferred valve-adjustment; compression was 
excellent, and the cylinderhead clicking sug- 
gested that the initial clearances hadn’t 
tightened. The Benelli’s upper end could 
have been ignored, but we dialed in the 
proper clearances just for drill. One contact 
breaker had closed down .002-inch, and we 
opened it back up to the standard .016. The 
Benelli had no air filters to clean or check; 
we already disliked the other part of the in- 
duction system, the square-slide Dell’Orto 
carburetors on which we blamed the 650's 
poor gas mileage. In Kansas the bike had 
sputtered to a halt in just 89 miles delivering 
less than 30 mpg, though luck had a filling 
station nearby. 

Part of poor mileage could be blamed on 
the high traveling speeds required by our 
Great Leap Westward to Colorado. Having 
arrived in Colorado, we suddenly under- 
stood how abstract, myopic and non-mathe- 
matical my New York map-planning had 
been. Though unromantic, I should have 
added up all those little figures while still 
high atop One Park Avenue in New York, 
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because Los Angeles is a hell of a long way 
from Denver by way of Northern California 
and San Francisco. 

Western Colorado and its environs have 
been celebrated in word and print so often 
that further celebration is not needed here. 
We had worries. Coming out of the plains 
and into the mountains which surround 
Denver caused the Benelli to fall into great 
gasping carburetion fits. Installing new 
plugs helped, but nothing short of recalibrat- 
ing the Dell’Ortos would have cleaned up 
the carburetion. The thin air, uphill grades, 
and headwinds slowed the Honda too. We 
also switched the Honda to warmer plugs. 
Thereafter, the CB-450 regained its compo- 
sure at idle and lost its pop-and-sputter on 
the overrun. 

In the mountain air, horsepower fled from 
both machines. The heights weakened the 
Benelli far more than the Honda. The so- 
phisticated Keihin units kept the Honda 
running much stronger while the Italian car- 
buretors would function reasonably well 
right up to 7,000 feet. But those high passes 
vault through the mountains at 10,000 to 
12,000 feet. Fresh plugs or no, at that level, 
the Benelli stumbled along with a near ter- 
minal case of gasoline overdose. 

Colorado scenery was beautiful, breath- 
taking, spectacular beyond words; the 
weather was cold, damp, and inhospitable. 
We split for Wyoming. 

The rapidity with which the landscape 





could change was incredible. It was like 
dropping through a trap door. We flew up 
Route 789 which casts itself straight across 
the yawning Wyoming Basin. The day wore 
a yellow-brown tint, a perfect backdrop for a 
land with a harsh, gritty, unmerciful nature. 
Planted in this emptiness is Baggs, Wyo- 
ming, stark and spare, more than a little va- 
cant. How different Baggs was from bright 
and brassy Steamboat Springs, Colorado—a 
place where trendy drop-outs and jet-setters 
hang-out. In Baggs, you just hang-on. The 
seventeen-year-old who tanked up the Be- 
nelli at the Husky station recollected that 
things hadn’t changed much in Baggs, ex- 
cept there were fewer people all the time. 
The kid, eight months away from gradua- 
tion, would get his choice: army, ranching or 
the oil fields. No matter what he picked, 
he’d be leaving. 

I caught up with Bruce at a vacant cafe. 
The last customer had been served maybe 
five, maybe ten years ago. The cafe, like the 
Lexington railroad station, was part of a 
worn-out past which the present has aban- 
doned. Baggs demonstrates that tough little 
towns die hard and die slow. They just sag 
and fall down. No one bothers with burials. 

We charged up 789 toward Interstate 80, 
ready to jump into that space-and-time tube 
again. At Crescent Junction we hooked west 
on Interstate 80—right into a 40-mph head- 
wind. The motorcycles couldn’t pull their 
fifth cogs. We struggled into Rock Springs, 
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Wyoming, finished for the day. 

In the morning the Honda got a new rear 
tire. The original had gone 4,400 miles, but 
that was it. Sustained speeds above 70 mph 
had erased the center tread. With the new 
rubber on the Honda, we picked up on In- 
terstate 80 again. And the wind. 

The stiff wind aggravated the Benelli’s 
marginal carburetor jetting. Fifth gear 
proved impossible; in fourth gear the engine 
cleaned out at 6,000 rpm, so fourth-cog run- 
ning became the modus operandi. The CB- 
450 would alternate between fourth and fifth, 
with the engine spinning as high as 8,500 
rpm. The miserly Honda dipped to 40 mpg; 
the Benelli plummetted to 23 mpg. Drafting 





helped, but only a little. 

The wind disappeared when we plunged 
down to Salt Lake City. At lower altitudes 
the motorcycles, especially the Benelli, re- 
couped missing horsepower. The salt flats, a 
gigantic, foreboding, intimidating area, ap- 
peared. It’s easy to forget one basic thing: 
that vast and rugged environment is fragile. 
Kaiser Aluminum knows, but doesn’t care. 
Others have gone blind. Only the most auda- 
cious cynic or complete fool could hawk “A 
Whole New Way of Life" on billboards 
which stand in the murk of teeming chemi- 
cal plants. Cynics are paid to go blind; fools 
are naturally so. 

(Continued on page 79) 
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A Matter 0f Small 


Adjustments 


e Among the several things novice riders don’t know, and many never learn, is that there’s more 
to getting anew motorcycle ready for the road than just busting it out of its crate-and bolting on 
wheels and handlebars. Unfortunately, that’s the way it is most frequently done. Dealers know 
better, but the economics of their business strongly favor the brusque approach. Most customers 
have never ridden anything but a thrown-together motorcycle; they don’t know what a difference 
careful fitting and adjusting can make, and would surely take their custom elsewhere if the dealer 
was doing fine-honed preparation and pricing his product accordingly. Indeed, even if you know 
the difference, you probably wouldn’t want it applied by the dealer’s mechanics, because while 
doing all the little things that count isn’t particularly difficult, it is time consuming. Shop rates 
being what they are; the job would cost the earth. 

In any case, hiring a mechanic would deprive you of the intense satisfaction of getting in there 
with your very own grubby fingers and actually working an improvement on your motorcycle. 
You probably know, in your heart of hearts, that the delicacies of a genuine tune-up are well 
beyond your competence, and efforts in that direction are apt to end badly. Still, most people who 
have just bought a new motorcycle feel an irresistable urge to do something other than just 
looking at all those fascinating bolts and levers and cables and mysterious nubbins. So, recogniz- 
ing that the urge is too strong to fight, you might as well finish what your bike’s maker, and the 
dealer, have only begun, which is to fit, jiggle and adjust until everything works exactly right. 

In most cases, motorcycles carry enough tools in the little kit tucked away under the seat to 
permit the kind of currying we have in mind. But unless you’re seriously short of funds, you 
should buy an equivalent selection of “real” wrenches, sockets, etc., because the stuff in the tool 
kit will have had its primary function seriously impaired in the interest of compactness and 
manufacturing cost. Those breakaway-handle screwdrivers and pressed-tin sockets may be good 
things to have when the need for roadside repairs arises, but they’re not going to make any job 
easy. Good metric wrenches and sockets, reasonably priced, are available at all Sears stores 
(which is to say, available anywhere) so unless you can plead poverty there’s no excuse for not 
having the right tools. Don’t bother to plead lack of time, as the process of fitting and adjusting to 
be discussed here may be done in easy stages, taken in almost any order. 

A good place to start is with a throttle control adjustment. Most of the bikes we are loaned for 
testing have been prepared with more care than is given most of those displayed in dealers’ 
showrooms, but we still find a lot of throttle maladjustments. Often there will be dead motion at 
the twist grip, indicating excessive slack in the cables, and on multi-cylinder engines with all-cable 
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throttle actuation, throttle slides frequently 
do not lift evenly from their stops. Correct- 
ing these deficiencies takes a little time and 
care, which explains why it hasn’t already 
been done by the dealer’s mechanics, but it 
isn’t difficult and you need not be afraid of 
the job. 

Before you start twirling wrenches, how- 
ever, you should know how cable-type con- 
trols work. Basically, they’re a push/pull ar- 
rangement, with a multi-strand cable pulling 
and a sheath around the cable doing the 
pushing. This sheath is a tightly wound coil 
of steel wire, coated with a plastic for weath- 
erproofing. Seldom, if ever, will you find an 
adjustment for the cable’s length, directly, 
but there always will be means provided to 
vary the effective length of the sheath, which 
amounts to the same thing. At the carburet- 
or, and the twist grip, the sheath’s ends fit 
into recesses in small, hollow-drilled bolts, 
through which the cable passes. These bolts 
are effectively a part of the sheath around 
the cable, and when screwed in or out of 
their holes, the total sheath is shortened or 
lengthened. Just remember that turning the 
bolts counterclockwise, out of their holes, 
lengthens the sheath and tightens the cable. 
Sometimes you'll find one of these hollow- 
bolt adjusters inserted in the middle of a ca- 
ble sheath, but as it works substantially the 
same as all the others, it shouldn't cause you 
any problems. 

On motorcycles having a single carburet- 
or, throttle cable adjustment is a simple mat- 
ter of taking in all the slack until the cable is 
relaxed but not loose. What you're looking 
for is an only barely perceptible movement 
at the twist grip before the throttle slide 
starts to lift from its stop. There's no need to 
remove the aircleaner and peer down the 
carburetor throat; just listen for the metallic 
click of the slide as it drops against the stop 
when you wind in about half-throttle and 
then release the grip. Tighten the cable until 
the click inside the carburetor disappears, 
and then ease back on the adjustment until 
you hear it again. Do that, then tighten the 
lock nuts on the adjusters (not too tight, or 
you'll pull the adjustment bolt apart) and 
the next time you go touring, the bike will be 
just a little easier and more pleasant to ride. 

Getting two (three?) throttle slides in ad- 
justment is slightly more difficult. You begin 
by slipping the little rubber dust sleeves cov- 
ering the carburetor top/throttle cable con- 
nection upward and out of the way. Then 
turn the twist grip slowly until you find that 
one of the cable sheaths has been pulled 
down tightly into its adjuster. You will prob- 
ably find that it is still possible to jiggle the 
other(s) up and down slightly, which means 
that the slides operated by those cables are 
going to lag a bit behind the one that has 
been first to pull tight. The cure suggests it- 
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self: you simply tighten the other cables, loo- 
sening the locknuts and screwing the adjust- 
ment bolts out, until the slack disappears 
from all the sheaths at the same point as you 
rotate the twist grip. This can be felt more 
precisely than seen, so you'll need to spend 
some time jiggling the sheaths with your fin- 
gertips and making fine adjustments with 
one hand while you hold the twist grip with 
the other. Then, with the individual adjust- 
ments made, you take out the overall slack 
with the adjuster up at the twist grip, listen- 
ing for the clicking of the slides as was de- 
scribed before. 

The procedure given here will serve nicely 
on the majority of motorcycles, which have 
either a single cable running down to a sin- 
gle carburetor, or a single cable from the 
twist grip down to a junction box, out of 
which two or three cables emerge to operate 
a like number of throttle slides. A very few 
motorcycles have double-drum twist grips, 
and individual cables to the carburetors. 
These last may be handled in pretty much 
the manner of single carburetor models, re- 
peating the procedure for each cable. Some 
of the new Hondas have a two-cable throttle 
system unlike anything described here, but 
these are so simple to adjust that the job will 
almost invariably have been done correctly 
at the factory. 

Along with dead motion in twist grips 
(which is, by the way, inherent and practi- 
cally incurable in Milwaukee-built Harleys), 
we find a high incidence of sponginess in 
brake controls. This seldom is a design flaw; 
it usually is the result of hasty assembly and 
adjustment. As it happens, the design of 
drum-type motorcycle brakes provides plen- 
ty of opportunity for error on the assembly 
line and in the dealer's shop, and it is the 
habit of all concerned to make something of 
that opportunity. Very rarely will they fit 
things together so clumsily as to create a 
hazard, but this close-is-good-enough assem- 
bly leaves you with brakes that lack a nice, 
solid feel and work at something less than 
their optimum effectiveness. 

Drum-type motorcycle brakes consist of a 
drum, which usually is a part of the wheel 
hub, and a pair of semi-circular shoes faced 
with high-friction, heat-resistant linings. 
These shoes are carried on a “backing 
plate," which is also a cover for the open 
side of the drum. One end of each shoe piv- 
ots on a large pin on the backing plate, 
which allows the shoe to swing outward 
against the drum, and the other end of the 
shoe rests against an actuating cam. This 
cam is on a short shaft through the backing 
plate, terminating in an external lever to 
which the brake cable, or rod, attaches. The 
shoes may be fixed in either leading or trail- 
ing position, which is to say, with the shoe's 
free end aimed toward, or away from the 


drum's direction of rotation. In the “lead- 
ing" position, the shoe is subject to a wedg- 
ing action created by the offset between its 
pivot and the inner surface of the drum, and 
this produces a useful self-servo effect when 
the brake is applied. 

Small motorcycles, limited as regards 
weight and speed, commonly have brakes 
with one shoe leading and the other trailing, 
and a single, double-lobe cam actuating both 
shoes. However, bigger and faster bikes, if 
equipped with a drum-type front brake, will 
have both their front shoes in the leading 
position, with dual cams and levers, and the 
latter linked together by clevises and a 
threaded rod to permit a distance adjust- 
ment between the two brake cam levers. A 
very few motorcycles will also have double- 
leading rear brakes, but there is some ques- 
tion about this being even desirable, much 
less necessary, on the lightly loaded (under 
hard braking) rear wheel. 

All this would work quite satisfactorily 
without special treatment but for mass pro- 
duction tolerances. Neither the shoes nor 
backing plate are made with absolute preci- 
sion, so it is necessary to leave a little slack 
here and there. This slack is necessary, and 
it need not adversely effect brake operation, 
but it does introduce a need to follow a spe- 
cial procedure when the wheel and brake are 
fitted to the motorcycle, and that procedure 
is almost universally ignored. There is, as a 
matter of fact, only one right way to install a 
wheel and brake, but because it takes time 
and care most people don't bother. The right 
way is to assemble everything a bit loose, 
with all of the bolts finger-tight, and with 
the brake cable connected. That done, you 
give the wheel a mighty spin and apply the 
brake hard, which wedges the shoes tightly 
against the drum and centers the backing 
plate on the axle. Then, while still holding 
the brake on firmly, you first tighten the 
axle and the bolts holding the torque rod 
(which prevents the backing plate from turn- 
ing). That will hold everything centered, so 
you can relax your grip on the brake lever 
and finish tidying up, inserting cotter pins, 
bending lock tabs, etc. 

A further refinement of this procedure is 
sometimes necessary when installing-and ad- 
justing a double-leading shoe front brake. In 
theory, the adjustment between the two 
brake cam arms will have been done proper- 
ly by the manufacturer. In theory, but not 
necessarily in fact. Fortunately, it's easy to 
check this adjustment, and fix it if it's 
wrong. Just pull one of the two clevis pins 
and then shove both brake arms over to 
move the shoes out against the drum. Then 
see if the clevis pin will slip back in place. If 
the holes are misaligned, fiddle around with 
the threaded rod until the pin will slip right 

(Continued on page 131 ) 
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We arrived in Nevada in time for the 
monsoon season. Not to belabor the point, 
but it rained in Elko, Nevada; Reno, Ne- 
vada; Truckee, California, all points be- 
tween and a few beyond. The skies treated 
us to driving rain, impenetrable fog, a little 
sleet and bone-cutting temperatures. Any 
prolonged discussion of that day would be 
unnecessarily morbid; suffice to say that 
the best weather protection for fast touring 
in such climes is a large four-door sedan 
with a heater, defroster and AM/FM tape- 
player stereo. Drenched and frozen as I 
was, my daydreams revolved around a hot 
shower, a full-course dinner and a warm, 
comfortable rack. 

Neither Bruce nor I had ever enter- 
tained any notions about camping out. 
Bruce had quite enough of that in the U.S. 
Army, and my Boy Scout experience had 
soured me on the Great Outside. Stuck in a 
Canadian Wilderness Camp back in 1953, 
I figured I'd only starve to death in the 
event I didn’t die from exposure first. 

With no camping gear, we had packed 
light. I carried a week’s supply of socks 
and underwear, three sports shirts, two 
pairs of pants, a ski sweater, loafers, shav- 
ing kit, suede-leather jacket and pants and 
water-resistant snowmobile coveralls. With 
some squeezing, my gear could be shoe- 
horned into a Wheels-of-Man Super Stuf- 
fer bag, which seeped a little around the 
stitching. Extra gear for servicing the mo- 
torcycles went into a small army-issue can- 
vas bag. 

Putting a motel roof over your heac. ev- 
ery night isn’t cheap compared to sleeping 
under a tree. But we stayed on the road for 
twelve to fourteen hours some days, and at 
times clocked more than 600 miles a day. 
Had we been the most avid campers, there 
couldn’t have been any fun pitching camp 
late in the evening—in a downpour. 

Outside Marysville, California we es- 
caped the clutches of the rain gods. Speed- 
ing west on Route 20 the following day, I 
wondered whether or not the Benelli’s rear 
tread would disappear before Los Angeles. 
It didn’t. But the Benelli’s vibration—and 
the cold and damp—had knocked out the 
650’s directional signals, and the tachome- 
ter had been shaken silly some miles back. 
The Honda components faired better 
against the twin-cam engine’s vibrations. 
The 450 fractured a taillight filament, 
burned out the high beam indicator light 
and shook a lead wire loose in the left-rear 
turnsignal pod. 

The component casualty list never grew 
long. This was a trip with modern motor- 
cycles, and anyone who buys a contempo- 
rary machine should expect that the equip- 
ment will be fundamentally reliable. 

Some motorcyclists whom we met along 
the way wondered whether or not the Be- 
nelli wasn't too far from an authorized 
dealer. We replied that the 650 was a mod- 
ern touring motorcycle: if the bike couldn't 
be operated successfully outside a dealer's 
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care for long stretches at a time, then it 
would be neither à touring motorcycle nor 
a modern one. 

Both bikes vibrated. The Honda devel- 
oped the palsies at 6,000 to 6,500 rpm, tin- 
gling your hands through the bars and 
seat. The tingling surfaced at 65 to 70 mph 
in fifth gear; when possible, we rode the 
Honda a bit faster. In contrast, the Benelli 
quaked more noticeably through the han- 
dlebars. The Benelli never felt substantially 
smoother or shakier at any one speed. 

The way in which the human body tunes 
itself to a machine's vibration is a curious 
phenomenon. Switching back and forth 
from one machine to the other brought 
back our awareness that both motorcycles 
did vibrate. Then, after a while, our minds 
filtered the vibrations out of our conscious- 
ness. Another exchange of machines again 
awakened our senses. At one point I swore 
the Honda gave off tiny electric shocks 
through the bars; at another, the machine 
hummed turbine smooth. For a period, the 
Benelli could hammer like a diesel; later, it 
would radiate an easy massage. The shak- 
ing remained constant, and it was only my 
awareness of the quaking that subsided. 

Route 20 would deposit us on the Pacif- 
ic Coast. And still thinking of our water- 
logged journey across Nevada, I vowed 
that U.S. Number One—the Pacific Coast 
Highway—had better be just perfect. The 
town of Mendocino, locked on the Pacific 
Coast, was—according to friend Sam Mo- 
ses—''the largest wind chime in the 
world.” “Moses,” I thought to myself, 
“Mendocino better vhime like crazy to 
make up for my 400-mile bath across Ne- 
vada and California." The hills broke 
apart, and the Pacific filled the horizon. 

Sometimes you see a place at zenith. To- 
day Mendocino is more than the provincial 
village it once was, and far more than the 
hundred-acre curio shop it may become. 
Today nature blesses Mendocino with a 
rough-hewn beauty, and the town seems 
free from those who would violate that 
splendor by polishing it and wrapping it in 
plastic packages. But any place that must 
exist in harmony with both man and na- 
ture is a fragile thing indeed. 

Land speculators must drive along the 
Pacific Coast Highway and see pure silver 
breakers crashing into solid-gold rocks. 
We threaded down that awesome coastline 
and worshipped its road, a continuous 
ledge chiselled into cliffs and washed by 
ocean spray. We knew the highway— 
climbing and falling and unfolding in lefts 
and rights—was our last winding road. 
First in streaks, then in patches and later 
in heavy walls, the fog closed off our for- 
ward vision. 

And something more. Although we 
would ride from San Francisco to Los An- 
geles the next day, I sensed our trip had 
really ended: two motorcycles, 200 towns, 
600 pictures, 4,400 miles and at least a mil- 
lion impressions. 

The gentle Pacific fog sealed our cross- 
ing behind us. © 
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e This year, for the first time in its 48-year 
history, the International Six Days Trial will 
be held in the United States, which means 
that many riders who have followed this 
event with little more than curiosity in pre- 
vious years will start thinking about compet- 
ing in it this year. Most of them, however, 
will start thinking about it too late or will 
not know just what has to be done in order 
to secure a position, and so will actually nev- 
er have a chance to compete, regardless of 
how well they can ride. If you are one of 
those thinking (or dreaming) about ISDT 
gold, this article is for you. 

The ISDT is to be held in New England’s 
Berkshire mountains in the third week of 
September (the 17th through the 22nd). It 
will be headquartered in Dalton, Massachu- 
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setts, not far from Pittsfield. The U.S. team 
will consist of about 45 members, many of 
whom have already been chosen on the basis 
of past ISDT performance or performance 
in last year's qualifiers. A few, perhaps 10, 
will be chosen on the basis of performance in 
the qualifiers which are to be held this 
spring. The list of these qualifiers and the 
people to contact is at the end of this article. 
In order to be considered for this year's 
team you must write a letter to the AMA 
informing them of your intention immedi- 
ately. This letter will be discussed in greater 
detail later in the article. 

Since there will be over 1,000 riders com- 
peting in the qualifiers and there are only 10 
positions still available, your chances of 
making this year's event are not great, only 
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about 1 in 100. Not too encouraging, right? 
Well, cheer up. You can improve those odds 
considerably by just doing a few things 
right, and several of those things have very 
little to do with your riding ability. Of 
course you must be a good rider. But being a 
good rider is just a beginning. 

If a friend of yours announced that he was 
going to try to make the cross-country 
Olympic team and he weighed 300 pounds, 
had a trick knee, smoked three packs of cig- 
arettes a day or ran out of breath going up a 
flight of stairs, you would laugh at him. For 
some reason, though, guys with motorcy- 
cling handicaps just as severe, attempt to get 
on the motorcyclist's equivalent of the 
Olympics, the ISDT team. Let's look at your 
basic qualifications, or lack thereof. 
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How old are you? Your chances of suc- 
cessfully securing a spot on the team are best 
if you’re between 20 and 30. Going either 
way from that range, your chances diminish 
rapidly to zero. If you’re too young, wait. If 
you're too old, sorry. 

How's your general health? We'll get into 
conditioning later, but if you're the sort of 
person who is chronically sick with colds, 
flu, or what have you, or if you seem to get 
hurt often, the Six Days is not for you. Hav- 
ing to wear glasses is also a severe handicap, 
but quite a few ISDT riders seem to be able 
to cope with that. 

Let's take a critical look at your riding 
experience. ISDT riders come from every 
phase of motorcycling, so the fact that 
you're not an enduro rider is not necessarily 
a disadvantage. If you're a good strong mo- 
tocrosser or even a roadracer, you have a 
pretty good chance. Enduro riding, of 
course, comes closest to ISDT-type riding, 
so a good enduro rider naturally has a head 
start. But while enduro riders are, in a sense, 
“naturals” in that they are good finishers, 
quite often they are not the riders who make 
the top teams for the simple reason that they 
can’t ride fast enough. The World Trophy 
and the Silver Vase, which are the two big 
awards in the ISDT, are generally decided 
on the basis of special test scores, because 
several teams finish with all their members 
still on gold. The special tests are in essence 
speed events and the riders who are on the 
top teams must be very, very fast in order to 
do well in them. It’s a good idea to look at 
your previous experience and resolve to fill 


82 


in the gaps. If you ride primarily enduros, 
get out and ride a hare-and-hound or moto- 
cross every other weekend for awhile. If 
you’re a motocrosser, ride some enduros. Six 
Days take both kinds of skill, and a bit of 
roadracing ability as well. 

Before you proceed any further you 
should give yourself a little test. Obtain 
some sort of bike that can be ridden on the 
street (an enduro model is best) and careful- 
ly prepare it for a trip. On a Saturday morn- 
ing lay out a loop around your home of 
about 210 miles including city streets, dirt 
roads, trails if any are available, and minor 
highways. No freeways or turnpikes. Set out 
to average 30 miles an hour and don’t allow 
yourself to get more than five minutes ahead 
of schedule. Each hour on the hour you 
must be on schedule or a little ahead. Thus 
you must have covered 30 miles at the end 
of the first hour and you must not leave the 
30-mile point until the start of the second 
hour. If at, say, 90 miles, you’re four min- 
utes ahead, have a smoke, oil your chain or 
have a bite to eat. Leave exactly on the hour. 
If you’re late when the speedometer indi- 
cates some multiple of 30, dock yourself one 
point for each minute, regardless of the 
cause. Ride by yourself. And pick a weekend 
when the weather is less than ideal. A good 
steady rain is best, but cold, snow or wind 
might have to suffice. 

When the end of the day comes, evaluate 
your performance. Are you still on gold (no 
points lost) or did you goof up somewhere 
along the line? Did your bike break? Did 
your mind wander, causing you to get off 


course? Did it seem pointless after a while? 
Did you decide to take an hour out for lunch 
or to get warm and dry? Are you very tired? 
If you made it at all right, didn’t abort or 
quit, you’re ready for the important part of 
the test. Park your bike in the backyard and 
leave it. Tomorrow morning get up and do it 
again. Same schedule, same course, only in 
reverse. Same questions at the end. Leave 
the house 15 minutes early and use the 15 
minutes to work on your bike. No fair tak- 
ing extra time or delaying your start. If 
something isn't right, leave it until you're 
ahead of schedule. The value of the test is in 
direct proportion to how bad the weather is, 
so pray for rain. 

If you're an enduro rider, you will proba- 
bly be tempted to skip this test, saying, 
“Hell, that's easy." Don't do it. It's not as 
easy as it seems, particularly if you pick a 
lousy, rainy weekend. But more important, 
this test is not a test of riding ability or time- 
keeping ability. It's a test of your own self- 
discipline and self-determination. In an en- 
duro you have all sorts of camaraderie, dif- 
ferent and exciting challenges, and the 
promise of a finishing pin or a trophy at the 
end. In this test all you've got is your own 
self-determination. You've set yourself to a 
long, meaningless, complicated, uncomfort- 
able chore. Can you make yourself do it and 
do it well? That's the question, and enduros 
don't answer it. The thought of a trophy 
might sustain an enduro rider through a 
tough run, but a gold medal won't sustain a 
Six Days rider. The drive that keeps a Six 
Days rider going has to come from inside 
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somewhere and if you haven't got it, there's 
no point in continuing. You might be the 
most skilled rider in the world, but some- 
where along the line, you'll ask yourself, 
“Why the hell am I doing this?" and, if you 
have no answer, you'll quit. The Six Days 
rider’has an answer to that question. He 
says, “I’m doing it because that's what I set 
out to do and I'm damn well going to finish 
it or die trying!" and that ends the debate. 

One of the most important aspects in this 
test is not to cop out. If you fall down, skin 
yourself up, get stopped by a cop, break a 
chain, or have a flat, you have my sympathy, 
but you flunked the test if you don't finish 
with a zero score. If you're really serious 
about riding the Six Days, go out and try it 
again as many times as necessary, but don't 
bother even thinking about other aspects of 
trials preparation until you can pass this 
one. It's a hundred times easier than what 
you'll face in the Six Days, or even in the 
qualifying rounds. 

Once you've passed the test you should 
have a pretty good idea of your strengths 
and weaknesses. If you're physically ex- 
hausted at the end, you'll want to do quite a 
bit of conditioning. If you were plagued with 
mechanical problems, you need to concen- 
trate on preparation. If every hour brought a 
new and stronger temptation to quit, you'll 
need to work on your psychological ap- 
proach and set yourself more problems in 
self-discipline. If you had trouble keeping 
the schedule, your riding speed and skill is 
way under par and you've got quite a bit of 
riding to do in enduros and motocross be- 
fore you can continue. 
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The next step is to enter some of the 
AMA’s Six Days qualifying events and send 
a letter of intention to the AMA. These 
events will be held across the country during 
the spring of this year (see schedule at end of 
article and you must do well in them in 
order to have any hope of getting on the 
American team. Exceptions are made in the 
case of known stars sometimes, but if you 
were a known star you wouldn't be reading 
this article. 

The AMA is making an effort to have the 
team selection as fair and objective as possi- 
ble, but it is still very likely that politics and 
human nature will play a large part in the 
selection. Last year quite a few well-quali- 
fied riders were not even considered for the 
team because they neglected the political as- 
pects. Maybe this year it will be different, 
but don't count on it. 

First of all, make sure that everyone con- 
cerned with team selection knows that you 
are serious about a spot. Write to the AMA 
(Attention: Jim Cagle) telling him of your 
intentions and send the letter registered 
mail, return receipt requested. Ask for some 
specific information, so that somebody there 
has to think about your letter. Get your 
sponsor and the distributor of the bike that 
you're riding to write to the AMA, endors- 
ing you as their rider, and stating just what 
they are prepared to do in support of the 
U.S. effort. Do this before the qualifiers so 
that the AMA people will be watching you 
and paying attention to your performance. 

Try to make it easy for the AMA to select 
you. Let's suppose for the moment that you 
are riding for Kawasaki and that Kawasaki 


is willing to furnish a complete manufactur- 
er's team and all the support necessary. You 
are in a much better position than Lefty 
Fields, who is sponsored by Moto-Bummer, 
which is willing only to furnish his bike and 
a few spares. In your case the AMA would 
have little to do; in your buddy's case, they 
would have to place him on a club team and 
probably supply half the support effort. 
Who do you think is going to make it? 

Using the same sort of reasoning, try to 
associate yourself with winners. If your rid- 
ing partners are Malcolm Smith and Lars 
Larsson, you'll be in much better shape than 
if they were, say, me and Gordon Jennings. 
If the partners that you start with don't do 
well, try to get on other teams in subsequent 
events, or even ride as an independent. 
Don't get yourself permanently associated 
with losers. 

Take a good look at the qualifier schedule 
and plan a bit of strategy. There are qualifi- 
ers in New Jersey, Texas, Missouri, Califor- 
nia, and two in Oregon. Most riders will be 
able to make three of these events at most, 
and very few will be able to collect golds at 
three. Therefore, if you can get three gold 
medals you should be a cinch to make the 
team. In order to be sure of winning three 
golds, however, you will probably have to 
ride five events, even if you're quite good. It 
comes down to a question of how much 
you're willing to invest to make the team. 
One thing to remember: even if you can ride 
only one or two events and don't make the 
team this year, you'll have a head start next 
year. The qualifiers will be used to select 
next year's team as well as this year's. 

Don't plan to get your golds in the last 
two or three events; they could get cancelled 
as happened last year to the events in Ne- 
vada and Texas. The riders who planned to 
show their stuff in those two events never 
had a chance to do it. Remember your strat- 
egy when you're actually in the event, too. If 
you blow the first qualifier it might not be a 
disaster, but at some point it becomes cru- 
cial for you to win the gold or bust trying. In 
the qualifiers only golds count, unless the 
trials are extremely rough and plagued with 
very bad weather, because the selection com- 
mittee will have more than enough candi- 
dates with several golds. 

You are probably thinking at this point 
that it's going to be quite expensive to com- 
pete in the qualifiers, and yov're right. This 
is one of the reasons that very young riders 
don't have much chance to gain a spot on 
the team. They don't generally have access 
to the capital required. Unless you're quite 
wealthy, now is the time to start thinking 
seriously about obtaining a sponsor. 

Sometimes very complex problems can be 
resolved by isolating one "either/or" factor. 
Cost is such a factor. The cost of obtaining a 
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Six Days position can vary quite a bit de- 
pending upon whether you have a suitable 
bike, the necessary gear, whether some of 
the trials are near your home, and so on. But 
under the best of conditions it can hardly 
cost less than $3,000 and under the worst, it 
could go as high as $10,000 or more. Some- 
one has to pay for it, and there are only two 
possibilities: you or a sponsor. If you’re not 
talented enough or charming enough to 
cause some dealer, distributor or relative to 
back you, you must have the money your- 
self. If neither of these conditions exist, your 
problem is solved: you wait until next year 
or the year after. 

While you’re waiting for your entries to 
come back, take a close look at your motor- 
cycle. Is it a mangy, doggy thing that you 
bought used and have ridden in all the local 
enduros for three years? Does it have a rec- 
ord of unreliability? Are there serious and 
uncorrectable flaws in its handling? If the 
answers to any of these questions are “yes,” 
or even a qualified “yes,” then plan to get a 
new machine immediately. 

Generally when you consider buying a 
new machine, you compare weight, han- 
dling, price, and all the other jazz that you 
read about in road tests, but if you're going 
to compete in the ISDT, a new set of criteria 
is needed. To decide on a bike you must an- 
swer two questions. The first is, do I need to 
be sponsored? The second, what are my 
goals? Am I going to try for a position on a 
club team and be satisfied with a silver or 
bronze medal my first time out, oram I 
looking for a spot on a major team, intend- 
ing to win a gold. 

Let's suppose to start with, that you're 
paying your own bills and just shooting for a 
finish. Don't knock it: that's a very respect- 
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able ambition, and perhaps the most sensi- 
ble. In this case you want the most reliable 
machine you can buy, with at least decent 
performance and handling. It should be in 
the 250cc class because that size will give 
you a few advantages in terms of ease in get- 
ting up hills and making up time. For the 
rider with these goals, there are three bikes 
which deserve special consideration: the 
Bultaco Matador S-D, the ISDT model 
Jawa and the MZ 250/1-G-5. These are 
quite good machines in general, but they 
have one feature that is very valuable to the 
long-distance, cross-country rider: an en- 
closed chain. With an enclosed chain and a 
minimum of maintenance you can virtually 
forget about the chain problems that proba- 
bly account for more failures in the qualifi- 
ers and the ISDT than any two or three oth- 
er problems combined. In some runs, like 
the Berkshire, certain riders have worn out 
an open chain completely in one day and a 
sprocket in two days. So by choosing a bike 
with an enclosed chain you save yourself 
these headaches. 

Suppose now, that you're still paying your 
own way, but you're going for broke. You 
want a spot on a top team and a gold medal. 
Again you have different criteria. Speed, 
handling, and riding class become as impor- 
tant as reliability. The overwhelming choices 
are now Penton and Husky because that's 
what the best Americans are riding, with 
Penton having the edge. Penton, though, 
presently has no bike in the large displace- 
ment category (a KTM 250 is imminent), 
and the smaller displacement Huskies must 
yield to the Pentons in terms of reliability. 
There are of course other bikes that you 
might want to consider, but these two have a 
history of winning to back them. Naturally 


if Pentons and Huskies aren't sold in your 
area, then you will have to choose something 
else. DKW, Monark, OSSA, and Puch also 
have pretty fair records, though Puch does 
have some fairly serious reliability problems. 
Zundapp also makes what they call an ISDT 
replica, but it bears small resemblance to the 
winning Zundapps of the German teams and 
so far has had little success in American 
competition. 

If you're buying your own bike, you can 
afford to buy whatever seems to offer you 
the very best chance of achieving your goals. 
But if you need a sponsor, there are still fur- 
ther considerations. To begin with, you must 
face the fact that each manufacturer is going 
to sponsor only so many riders. To be spon- 
sored on a Husky or Penton you're going to 
have to beat some of the very best riders in 
the country. Most of the other brands al- 
ready mentioned also have pretty fair stables 
of riders. If you think you can take on Jack 
Penton, Gene Cannady, Lars Larsson, Tom 
Clark or Charlie Vincent and beat one of 
them out of his spot on the team, more pow- 
er to you. But if not, then you should con- 
centrate on one of the brands that's not so 
tightly wrapped up. Several of the Japanese 
manufacturers have been expressing some 
interest in the ISDT and none of them, ex- 
cept Honda and Kawasaki, have any com- 
mitments as yet. 

Assuming you're a normal motorcyclist, 
as soon as you've bought the best possible 
machine for your purpose available, you'll 
want to start modifying it to make it better, 
so let's look at some of the tricks used by the 
pros to shape their machines. 

ISDT riders often do a lot of work on 
their engines, but if you were to pull one of 
them apart and measure it you might have a 
pretty funny look on your face. You'd dis- 
cover that there was very little measurable 
change from stock dimensions. Most of the 
work that's done is in the category known as 
“blueprinting,” which means making the en- 
gine the most perfectly-assembled stocker 
possible. If the rider has the money or facili- 
ties available, he might Magnaflux critical 
parts, balance the flywheel assembly and 
check the whole thing on a dynomometer 
when he's through. The only porting he's 
likely to do is careful matching. He might do 
some smoothing of the intake tract if it 
seems desirable. 

The foregoing assumes that you have 
picked a bike that is reasonably suitable to 
start with. If through force of circumstance 
or gross error you have a real dog that you 
are forced to ride, it may be necessary to pep 
it up a bit. But the bikes recommended, the 
Pentons, Huskies, DKWs and such, are 
most decidedly not dogs and their engines 
shouldn't be modified. Remind yourself of- 
ten that the engine in your Six Days bike 
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will be sealed. You can’t replace a piston or 
ring that gets overcooked. The engine will 
have to go almost 1,000 miles with no main- 
tenance. And if it doesn’t, you’re out. Horse- 
power, particularly in two-stroke engines, is 
gained at the expense of reliability, so modi- 
fy the ports at your peril. You lose that two 
extra horsepower in a hurry when you burn 
a hole in the piston. 

When you reassemble the engine after 
matching and blueprinting, make sure that 
all the fastenings are secure. A common 
cause of trouble is clutch and magneto nuts 
that come loose and interior case screws that 
come out. It’s a good idea to Locktite or 
safety wire all critical fastenings. 

While major engine modifications are 
rare, frame modifications are not. Two types 
of frame modifications are seen most often. 
The first is designed to strengthen a joint 
that has been known to fail. The second is 
designed to change the steering geometry in 
some way. 

It isn’t very helpful to discuss specific ex- 
amples of either type of modification. In the 
case of frame strengthening, as soon as one 
modification becomes common enough that 
it seems legitimately needed, the manufac- 
turer usually incorporates it in the next run. 
As an example, the DKW of two years ago 
had insufficient cross-bracing at the shock 
pivot point. The constant pounding would 
cause the frame rails to bend inwards and 
the shock mounting tubes would bend up- 
wards, destroying the shock’s rubber bush- 
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ings and eventually breaking something. For 
a while it became quite common to weld a 
curved piece of tubing across the frame. Last 
year, though, the stock frame incorporated 
this modification. Similarly it was common 
to strengthen the area around the swingarm 
pivot on Pentons. Now the Penton has a re- 
designed frame and this modification is no 
longer necessary. 

One would think that after a few years, 
frames would be unbreakable, but that is not 
what happens. As soon as one problem is 
taken care of, the bike can be ridden a little 
harder and something else will fail. Moder- 
ate riders will seldom experience frame fail- 
ure on any of the better bikes. But if you 
really push hard, then the trick is to snoop 
around and look closely at bikes similar to 
yours that are ridden by fast riders and find 
out what they’re doing. Then watch that 
area very carefully on your own bike. Immi- 
nent failure is often indicated by cracked 
paint or a dull, grainy metal surface. 

Strengthening modifications might be un- 
necessary, but they usually do no harm. 
Handling modifications, though, can ruin a 
bike. There are many popular varieties. It’s 
common to lengthen the swingarm, lower 
engine cradles, rake the front end, lower the 
pegs and move the engine forward or back in 
the frame. All of these will change the han- 
dling but not necessarily make it better. Rid- 
ers often change the handling of the bike to 
compensate for deficiencies in riding skill. 
Increasing rake and trail and lengthening 


the wheelbase will make a motorcycle seem 
more stable in straight-line riding, but at the 
expense of maneuverability. Quite often the 
same effect can be gained by having your 
weight in the right place when going over 
rough ground. Unless you are able to state 
very clearly exactly what you expect to gain 
by a particular modification and what you 
will lose by it, and how it will affect the 
overall strength of the machine, don’t make 
it. The frames and geometry on most bikes 
that are at all suitable for Six Days work are 
at least adequate if not optimum. 
Suspensions are a different story. Very 
few riders will find the stock suspension on 
any bike to be adequate. In order to work 
right the suspension must be tailored not 
only to the bike but to the rider and the type 
of riding he is doing as well. The best the 
factory can do is set the suspension for some 
ideal rider under some nominal set of condi- 
tions. In general, Spanish suspensions tend 
to be too soft and Japanese suspensions too 
hard. Koni shock absorbers seem to be fa- 
vored about five to one over anything else 
among American ISDT riders, not because 
their damping characteristics are necessarily 
better, but because they last longer and can 
be rebuilt. Most riders seem to agree that 
Girlings work as well but they don’t last as 
long. A few riders like Curnutts and Cerian- 
is, and practically none use Japanese shocks. 
A shock that is adjustable, like the Koni, 
Curnutt, Ceriani, and the new Arnoco is 
naturally advantageous as quite a bit of ex- 
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perimenting can be done without the ex- 
pense of new shocks. By adjustable in this 
case, we mean that damping can be changed, 
not just the spring preload. 

It is impossible for anybody to tell you 
everything that must be done to your bike. 
Every bike has its own strengths and defi- 
ciencies. Let’s take the air cleaner as an ex- 
ample. The air cleaner must be large enough 
to do the job, waterproof, and mechanically 
sound. All these requirements are not met 
on most bikes. The Bultaco Matador is pret- 
ty good. A bit of grease around the element 
to seal it to the box is about all that’s re- 
quired. The Husqvarna is pretty poor from 
the waterproofing standpoint. Some riders 
build new air cleaners for the Husky or buy 
accessory items; some improvise by taping 
the opening near the bottom with duct tape. 
The air-cleaner/air-box combination on the 
DKW is very good from a waterproofing 
standpoint, but it is a bit too small and con- 
stricted. Also dust can find its way between 
the air cleaner and the air box. A bit of 3-M 
or a rubber gasket improvised from an inner 
tube solves the latter problem, but substan- 
tial modification is needed to cure the for- 
mer. You must look at your air cleaner and 
all the other miscellaneous bits and pieces on 
your motorcycle and either decide that 
they’re adequate or figure out something 
that will make them adequate. 

The things we have been discussing so far 
are the same things that any serious enduro 
rider or cross-country racer would do in pre- 
paring his bike for competition, but there is 
one category of preparation that is peculiar 
to ISDT competition. You can be sure, in 
ISDT competition, that you will have some 
mechanical trouble and you must be pre- 
pared to deal with it on the spot. Serious 
problems such as engine failure, broken 
magnetos and broken frames often can’t be 
fixed. But you must be able to quickly repair 
such routine things as broken cables, broken 
chains, minor ignition or carburetion prob- 
lems, and flat tires. 

Since you will be continually fighting 
time, it is imperative that you have the parts 
and the tools that you need, and that they be 
easy to get to. Most Six Days riders segre- 
gate their tools and supplies. They might, 
for instance, carry all the tools and supplies 
that they need to fix flats in a leather bag 
mounted on the rear fender or gas tank. 
They might carry chain parts and tools in 
the right-hand pocket of their Barbour jack- 
et, spark plug and wrench in their left-hand 
pocket, and so on. That way they don’t have 
to scramble through everything to get what 
they need. 

Flat tires are possibly the most vexing 
problem a Six Days rider faces on a regular 
basis. There are several things that he does 
to make things easier for himself. Most im- 
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portant is to have a bike with a quickly de- 
tachable wheel, which can be removed by 
taking one nut off the axle, pulling the axle 
through, disconnecting the brake rod (it 
should not be necessary to disturb the ad- 
justment), and disconnecting the brake plate 
stay. There is no getting around loosening 
the axle nut, but some riders fix the brake 
plate stay so that instead of a nut holding it, 
there is only a washer and cotter key. Others 
use a wing nut so it can be spun off quickly. 
Sometimes the screw is welded to the frame 
so only one wrench is needed. 

Because speed is essential in removing and 
replacing the tire, security bolts are often left 
off. Sometimes sheet metal screws are 
screwed through the rim and into the bead 
of the tire to prevent the tire from turning 
on the rim when low pressures are run. Most 
often though, the rider just runs the tires 
very hard, about 20 pounds pressure, which 
both minimizes flats and prevents the tire 
from spinning on the rim at the same time. 
Riding with tires this hard takes much more 
skill than running with soft tires, particular- 
ly in mud, but most of the winning riders do 
it. Of course with no security provisions, it is 
impossible to ride on the flat for any period 
of time: it must be fixed immediately. 

Once you have disassembled the tire you 
must either repair the tube or replace it. 
Some riders carry a spare, usually a 3.50 x 
21, because that will fit either front or back. 
Others rely on patches on the theory that 
they can just pull part of the tube out and 
patch it without removing the whole tire. 
The spare tube approach seems to be the 
most prevalent these days because many rid- 
ers use Stop-Leak or some similar product in 
their tubes which makes patching them very 
difficult. The Stop-Leak does seem to pre- 
vent many punctures, however. 

After the tube is fixed or replaced, it must 
be inflated. In Europe there are a number of 
commercial air bottles used for this purpose, 
but most Americans rely on CO» cartridges 
with an adapter such as are sold in kit form 
by Webco. One cartridge will inflate a front 
tire, two will take care of the rear. 

Whatever the method that you decide to 
adopt for fixing flats, you must practice it 
until you are confident that you can do it in 
an acceptable time under any and all condi- 
tions. An acceptable time is about eight min- 
utes, but the best riders can shave this quite 
a bit. You must practice; you'll never have 
enough flats naturally to become that profi- 
cient at it. 

The ISDT was originally, and still is to 
some extent, a reliability run. The machines 
are supposed to be basically street-rideable 
production machines. In fact, few today are 
honestly production machines but many of 
the rules and attitudes of the early days still 
prevail. Among these are the rules that re- 


quire working lights, adequate silencers, and 
the ability to start quickly using the kick 
starter. Failure in any of these areas can cost 
a rider his gold, in either the ISDT or the 
qualifying rounds. 

The starting and lights requirements are 
easily met by simply working and testing un- 
til the bike will start reliably when it's cold 
and wet, and the lights will continue to work 
under all possible conditions. ISDT riders 
generally fit very small lights and run them 
at lower than normal voltage in the interest 
of reliability. 

The silencing requirement is bound to of- 
fer many riders a good deal of trouble. Ac- 
cording to Don Woods of the AMA, the 
sound level to be required in the ISDT will 
be 92 dB(A), exactly as was specified by the 
FIM at last year's ISDT. In the qualifiers, 
however, this specification is subject to mod- 
ification downwards if local law so requires. 
At Trask Mountain, the limit will be 88 
dB(A). No bike will be allowed to run if it 
exceeds this limit. If this weren't complicat- 
ed enough, Bob Hicks, who is one of the 
men closely involved with the Berkshire Tri- 
al and with the ISDT, says that Massachu- 
setts law is going to require the ISDT bikes 
to meet an 86 dB(A) level. The AMA is 
planning to obtain a waiver of this law but 
has not done so as of this writing. Without 
getting too technical, a difference of three 
dB(A) means a decrease or increase to one- 
half or double the sound energy. From 92 to 
86 dB(A) [the upper and lower limits ap- 
pearing thus far] is a difference of six dB(A). 
This means the 87 dB(A) machine will pro- 
duce only one-quarter of the sound energy 
produced by the 92 dB(A) machine. There 
are quite a number of bikes which, at the 
present time, couldn't meet an 86 dB(A) 
standard with a cork in the exhaust pipe 
simply because the engine unit itself makes 
that much noise (or even more). 

So what is the rider to do? To begin with, 
if you have any choice at all, buy a bike that 
is fairly quiet in its stock condition. Pentons 
will meet the 92 dB(A) specification (bare- 
ly). The Bultaco Matador, the OSSA SDR, 
and several of the Japanese enduro models 
will do a bit better [between 88 and 90 
dB(A)]. The larger Huskies won't meet 92 
dB(A) without quite a bit of work. Since 90 
dB(A) is obtainable without too much diffi- 
culty, that should be your goal. It meets the 
probable standard and there is a bit in re- 
serve to allow for differences in test proce- 
dure. If the standard is set at 86 dB(A), ev- 
eryone is going to be in trouble. 

To check the sound level of your bike you 
will need a sound level meter. These are sold 
by the AMA and others, and may be rented 
from rental companies. The rules require 
that the bike be tested in second gear at full 
throttle under load. 
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Accurate sound level tests are quite diffi- 
cult to perform. Both the acoustical charac- 
teristics of the background and the ambient 
noise level can cause instrument readings to 
vary considerably. The noise level measure- 
ment may also vary according to which side 
of the motorcycle is facing the instrument, 
so in testing, the bike should be run both 
ways. Naturally, the more marginal your 
bike is, the better your test procedures must 
be. The California Highway Patrol has a 
small booklet available in which they discuss 
their test procedure and some of the pitfalls 
to be avoided. If you have a problem, it 
might be a good idea to obtain this booklet 
(Sound Measurement Procedures Manual, 
from the Department of California Highway 
Patrol, P.O. Box 898, Sacramento, Califor- 
nia 95804. Send $1.00; California residents 
send $1.05.) and follow their methods. Be 
sure to follow them exactly. 

The penalty for not passing the sound 
test, as far as the club is concerned, will only 
be a certain number of bonus points (usually 
20), which will only be important if you do 
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very well. But if local law officials become 
involved in the event, you may not be per- 
mitted to ride at all if you don’t pass, so this 
is not a matter to be taken lightly. 

Here are a few things to remember when 
trying to quiet your own bike. First of all, a 
silencer added to the end of an expansion 
chamber can only affect the sound emanat- 
ing from the stinger, and much of this sound 
will not even be measured by the meter. The 
higher the sound frequency, the more direc- 
tional it becomes. Since the meter is off to 
the side of the bike, highly directional sound 
projected to the rear is not measured. High- 
er frequency sound may be produced by 
your engine’s cooling fins and projected 
straight at the meter as your bike passes in 
front of it. This noise can be reduced to 
some extent by placing rubber blocks be- 
tween the fins to kill the vibration. Your ear 
is not a reliable guide to noise level. Your 
ear will interpret a pleasant sounding noise 
as lower in intensity than a harsh noise, but 
the meter makes no such distinction. So nev- 
er trust your own ears. 


If you really have problems that can’t be 
solved by the commonly known procedures, 
you might try analyzing the sound and 
building some simple device to absorb or re- 
flect that particular frequency component 
which is most intense. Remember that you 
are only concerned with the sound that ap- 
pears in a plane determined by your line of 
travel and the sound meter position. Some 
ISDT riders in last year’s event saved a 
dB(A) or so by shielding the engine with 
their arm as they passed the meter. 

There are many ways to deal with the 
noise problem, but most of them are not 
available on the starting line, so don’t wait 
until you get to the event 700 miles from 
home to find out that your lovely sounding 
little beast is actually producing 100 dB(A). 

Preparation of the machine is half the bat- 
tle; the other half is preparing yourself. 
You'll need adequate riding gear. Most basic 
of course are good boots, helmet, gloves, and 
a Barbour suit. This last item is absolutely 
essential. Of all the qualifying rounds that 
were held in the U.S. last year, only one was 
held in dry weather, and that surprised the 
promoters. There are several riding suits 
available that are copies of the Barbour suit 
and some of these are acceptable, but those 
that are made of nylon or other synthetics 
are not. They are too easily ripped and they 
disintegrate when they come into contact 
with hot exhaust pipes. 

Eye protection is a real problem for many 
Six Days riders. No goggles are really satis- 
factory in rain and mud. Of those who wear 
goggles, most prefer the kind with glass lens- 
es because they can be wiped clean with a 
gloved hand. Quite a few riders use glasses 
of the wide Air Force type. Riders who must 
wear corrective lenses find these particularly 
useful. The danger of this approach is that 
the glass may break and damage the rider’s 
eye. It is not always possible to have them 
made of safety glass, but Federal regulations 
now require that they be made of impact-re- 
sistant glass. Face shields are impractical for 
Six Days riders because they fog up and then 
must be discarded, leaving the rider with no 
protection. Whatever eye protection you 
choose, try it out in difficult conditions be- 
fore you get into competition. The hardest 
test is a drizzly rain when you’re working 
quite hard and sweating. 

To date, American motorcyclists have 
been reluctant to accept physical condition- 
ing as a Sports requisite. One can ride a mo- 
torcycle—and quite well—though he is in 
very poor physical shape. There is still a bit 
of the hard-riding wild-west mystique left in 
motorcyclists which holds that they are 
tougher than shoe leather, and that they 
need physical conditioning like a snake 
needs shoes. 

(Continued on page 90) 
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PHOTOGRAPHY BY THE AUTHOR 


BY JIM. GREENING 


e Pretend you have a Doug Hele three-cyl- 
inder racing Trident and a Norton Villiers 
twin-cylinder Commando racer, and you 
weigh them. Are you surprised that the dif- 
ference is mere ounces? 

Your surprise would match the annoy- 
ance of the Norton riders. For overweight 
machinery, like the notorious graunching 
gearboxes, was something the Norton team- 
sters had to endure in their first season last 
year. Another thing, the bikes failed to han- 
dle with the precision generally associated 
with works devices bearing the Norton em- 
blem. Due to a weight distribution biased 
slightly too generously towards the front, 
tackling fast sweeping bends produced a fair 
condition of sweat. And then there was the 
missing reliability. 

At one time or another, Norton racing 
was clobbered with every conceivable me- 
chanical ailment. In one day’s racing, they 
went through three cylinder barrels, two 
gearboxes and a main bearing. They even 
had their forks twist by using a single disc, 
so they changed to twins. Two 11/4-inch di- 
ameter discs, if you please, so they paid an 
unsprung weight penalty. But now the 1972 
drama is behind, Peter Williams and the 
Thruxton company are itching to go in 73 
with improved-in-every-department racers. 

Those famous gearbox agonies came as a 


(Top) Frame/tank construction channels air to 
cool engine and feed carbs. (Right) Engine cooling 
airstream exits through vents in rear of the seat 
which also holds oil cooler. 





The frame is stainless steel monocoque structure with fuel and oil compartments. 


direct result of using, virtually unaltered, the 
Commando primary transmission. It was 
largely a dimensional problem. As primary 
and final drives lay along the same side, and 
with the hefty clutch and triple row chain, 
an excessive mainshaft overhand was un- 
avoidable. In 1972, the shafts actually bent 
under load, doing disastrous things to main- 
shaft and layshaft dogs. Although dimen- 
sionally unaltered for 1973, the shaft deflec- 
tion danger has been overcome by introduc- 
ing an outrigger bearing. This is situated in 


the inner chaincase casting, outboard of the 


gearbox sprocket. 

The weight-saving target is 40 pounds. A 
considerable lump has disappeared with an 
all-new front fork-disc brake combination. 
Starting at the top, the yokes are from the 
old scrambler as are the shortened tubes. Be- 
low, the special sliders in magnesium alloy 
contribute to weight saving, while the twin 
aluminum alloy discs (previously cast iron) 
lose 1.5 inches from their diameters to be- 
come 10 inches. An 8-inch single disc looks 


Even the rear swingarm has given way to sheet-metal fabrication. 


after rear erid braking requirements. Both 
magnesium alloy wheels (shod with tubeless 
tires) are designed along the lines of those 
pioneered by Williams back in 1968, though 
featuring five spokes instead of six. 

The frame is also new and lighter, and 
nothing like a frame in the great English tu- 
bular tradition. It is a stainless steel fabrica- 
tion, combining fuel and oil compartments, 
steering head, engine mountings and every- 
thing else an engine needs. At one time Nor- 

(Continued on page 138) 


Most startling is the absence of any engine cowl opening on the prototype. Forced duct cooling give light JPN a very slippery shape. 


JOHN 
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ISDT Continued from page 87 


Whatever the rationale, though, the 
truth is that very few riders in Six Days 
competition can get by without condition- 
ing. Those few are the lucky ones who can 
ride several times a week all year long. 

Any normal, weekend-only rider is go- 
ing to have to supplement his riding with a 
good physical conditioning program and 
pay fairly close attention to his diet if he 
hopes to become fit enough to compete in 
the Six Days. The best approach is to get 
some good medical advice from a sports- 
medicine-oriented physician. 

Proper physical conditioning is not sim- 
ply a matter of hoisting barbells, eating 
steak, and popping vitamin pills. The body 
has two sets of quite different muscular fi- 
bers. The first set, the stronger of the two, 
is called upon for maximum effort and 
short-time-duration tasks. This set produc- 
es lactic acid which very quickly becomes a 
burden on the body and a feeling of fatigue 


THE (2) | I» is HERE! 


HERE’S THE PILL FOR 
YOUR AUTOMOBILE 


@ STOPS COSTLY OIL BURNING 
©@ CREASES GAS MILEAGE 
Q PRAISES COMPRESSION 


Now a quick and easy ring and valve job while 
you drive. Simply drop MOTOR/ALL tabs into 
gas tank. MOTOR/ALL works while you drive 
to replate worn and pitted pistons, rings, valves 
for up to 50,000 miles of improved perform- 
ance. MOTOR/ALL replaces all motor oil addi- 
tives and carburetor cleaners. It triples the life 





There's ls like it 


The Windjammer is unlike any other fairing. It 
mounts solidly to the frame for protection and 


of any air-cooled engine. Guaranteed to raise stability. It has its own Bericht and wining results. In the properly conditioned body, 
: harness with quick-dis-connect plug for rapi ? 
compression on. any used moter, MOTOR/ALL installation. It is aerodynamically designed for the second set of muscular fibers will take 


performance has been thoroughly tested by 


leading laboratories. Exclusive distributorships optimu: als penetrations Nothing: Works or: looks 


over from the first, and rapid deep breath- 
like it. ; : : : 

and a dollar for complete information and ing will reduce the feeling of fatigue. The 
decals to second set will operate for long periods, 
Vetter Fairing Company, Dept. C, drawing oxygen from the blood stream and 
using the substance called glycogen which 


Box 927, Rantoul, lll. 61866. 
Windjammer - There's nothing like it. | is stored in the muscles. A rider can keep 
going, producing a fairly high energy level, 


Vetter as long as he can keep the lactic acid level 


down to a reasonable level and as long as 
he has an available supply of glycogen. 
EUROPE'S MOST POPULAR 
MOTOR SCOOTERS 


available in many areas. Write for detailed in- 
formation. Sun Chemical and Refining, 754 
Gulf Life Tower, Jacksonville, Florida 32207. 


0 M ) “IT DOES IT ALL” 


Jambretta 








Once the body’s supply of glycogen is 

gone, the rider is totally exhausted and 
PUTT ALONG AT 2 MPH 
OR CRUISE AT 60 


nothing is going to enable him to continue. 
140 MILES PER GAL. 


It should be evident that all the various 
b y LOW PRICED 
7 


GREAT FOR 
e SCHOOL 
e TRAVEL 
e SHOPPING 


LOW UPKEEP 
NO PARKING WOES 


i \ 
e ERRANDS — 
USE FOR FUN i 
OR IN BUSINESS s NO TRAFFIC WOES 
FINEST QUALITY 
DEALERS PR 


7.6 HP at 5590 rpm. 2-cycle engine, four speed. RNATIONA NA] SHIPPED DIRECT 
Capacity 148 cc; Bore 57 mm; Stroke 58 mm; ee TO YOU IF NO 


Compression 7:1. Weighs 264 Ibs. Sbomcve LOCAL DEALER 


4000 KENNEDY BLVD., UNION CITY, NEW us uu o 





E (201) 865-8800 


IT'S FINALLY HERE. 


A CYCLE ALARM AT THE RIGHT PRICE AND SIZE. 





Approximate size 


e Once it's activated by the key lock, any move- 
ment of the cycle will trip the horn and discour- 
age any theft. 5 
e Because of its compact size it can be easily 
mounted just about anywhere on the cycle. & 
e No ugly ornament to spoil the looks of 
your cycle. 








Send check or money order to: 


RUSS-RIO CORP. + 11-W. 17TH STREET + DEER PARK, N.Y. 11729 
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34 H x 2⁄8 W x 1/8 D 


parts of the body must be functioning well 
if high energy output and long endurance 
are required. If the lungs are in poor shape, 
there won't be enough available oxygen. If 
the heart is in poor shape, it won't be able 
to pump sufficient oxygen-carrying blood 
to the muscles. If the muscles aren't prop- 
erly toned, the supply of glycogen will be 
low and early exhaustion will occur. The 
liver converts glucose (body sugar) into 
glycogen for storage in the muscles. But 
without proper vitamins, this conversion 
rate is poor. 

If a properly oriented doctor is not avail- 
able for guidance, a rider can, by consider- 
ing his body's needs, work out a reasonable 
program. Part of his exercise time should 
be devoted to the muscle building activities 
like lifting weights, but most of his time 
should be spent on exercises which empha- 
size endurance, like running, bicycling, 
playing tennis or water polo. 

According to Doctor George Magallon, 
from whom much of this information has 
come, diet should be tailored to the need. 
The week before the event should start 
with a high protein diet, but should shift a 
few days before the event to a high carbo- 
hydrate diet in order to store large 
amounts of the easily assimilated glucose. 
The pattern of exercise should also be var- 
ied, with normal exercise during the begin- 
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street tire gives 


maximum cycle power. 


The superb “Hi-Speed” 





The Yokohama “HI-SPEED” street 
tires for motorcycles are of excel- 
lent quality, developed especially 
for long continuous high-speed 
driving. So exceptionally durable 
and safe, that the longer you drive 
at high speed, the more they dis- 
play their true value. 


<p YOKOHAMA 


THE YOKOHAMA RUBBER CO.,LTD. 


C.P.O. Box: 1842, Tokyo, 100-91, Japan Telex: J24673 Cable Address: "YOKORUCO TOKYO" Telephone: Tokyo 432-7111 
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DISTRIBUTORS: 


SELF CYCLE & MARINE DISTRIBUTORS 


1606, PINSON ST., TARRANT, ALA. 35217 


HAWAII CYCLE SUPPLY, INC. 


973, COOKE ST., HONOLULU, HAWAII 96813 
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NICHOLS MOTORCYCLE SUPPLY, INC. 
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NEW 
PRODUCTS 


BAR-EXTENDERS 
y 7 " 






Move your handle bars back to a 
comfortable riding position without 
changing cables, brake lines, or wiring, 
$13.95. Also available for use with 
the Bar-Extender only, is a SWITCH 
PLATE $3.25, making your ignition 
easy to get to. The CENTER PANEL 
$6.95, also available for use on the 
Bar-Extender contains a position for 
switch and cigarette lighter (lighter 
included). 


CHILD SIZE MOTO-X 
GLOVES 





High quality leather with ribbed rub- 
ber finger protectors and elastic wrist 
band. Available in Black or Brown. 
Also available in adult sizes S-M-L-XL. 
Please specify. All sizes $8.95. 


HOW TO WIN AT 
RACING 


A new book that answers all your 
questions on the how-to's of racing. 
Written in an interesting easy-to-follow 
manner. Learn how to get started, 
ride in sand, rocks; what machine to 
use and how to crash. Only $5.00 per 
copy plus 50£ per copy for postage 
and handling. 


Send for FREE listing of special discounts on acces- 


sories and parts. calif. residents add 5% sales tax 


CALIFORNIA HONDA 


9320 W. PICO BLVD. 


LOS ANGELES, CALIFORNIA 90035 





ning of the week and higher levels near the 
end. These sketchy suggestions are not 
meant to be a program but simply an indi- 
cation of the complexity of the problem 
and an approach to its solution. 

The last bit of preparation is the prepa- 
ration for the qualifying trial itself. It 
shouldn’t seem necessary to say it, but here 
it is: Read The Rules. Even if you know 
the FIM rules by heart, there may be some 
special regulations in the event that you’re 
riding. Individual scoring in ISDT-type 
events is fairly simple, but team scoring is 
not. If you belong to a good team (hopeful- 
ly), you will want that team to post a good 
performance in the qualifiers. No amount 
of good riding, though, will allow your 
team to win if someone doesn’t understand 
how the scoring is done and adjust individ- 
ual performance for the best overall result. 

The last preparation is the support effort 
for the qualifier, which, unlike the Six 
Days itself, you will in all probability have 
to organize for yourself. This is where be- 
longing to a team really pays off, especially 
if you are all riding the same type motorcy- 
cles. You should arrive at the qualifier 
with at least two support vehicles so that if 
the gas controls are pretty far apart, your 
two vehicles can leap-frog the controls. 
This means that both vehicles must be 
stocked with all necessary gear. 

The rules do not allow the rider to 
change many parts on the bike and do not 
allow him to use tools that he is not carry- 
ing with him, so the problem of spares and 
tools is simplified, at least in theory. You 
will, however, at least want such spares as 
are allowed. These include spare tires, 
tubes, chains, air cleaner elements and 
such. Many of the larger efforts carry com- 
plete extra motorcycles on the theory that 
they at least have one part no matter what 
it might be. These teams, of course, are at 
least anticipating cheating, but that’s 
what’s done. 

There should be extra personal gear for 
all the riders; dry gloves and clean goggles 
can make quite a difference to the rider 
who’s been having a bad time in mud and 
rain. Someone must take charge of the sup- 
port effort and think through all the poten- 
tial problems. Let’s take an example. Sup- 
pose it becomes really warm in the middle 
of the day, so warm that it is impossible to 
ride with the traditional Barbour jacket. 
How will the riders carry the tools and 
supplies that were stuffed in the Barbour 
jacket pockets? When it cools off and the 
rider needs his jacket back, will the right 
pit vehicle be there to meet him? Suppose 
the weather turns cold and there’s a mix- 
ture of rain and sleet making everybody 
miserable. Are heavy waterproof gloves or 
mitts available? Suppose a rider destroys a 
boot. Is there an extra that will fit him? 
Someone has to think about all the possible 
problems and know what is to be done in 
each eventuality. When you as a rider 
come in, already a minute into your grace, 
with one lens of your goggles broken, you 
won’t appreciate a friendly, reasoned dis- 








MOTORCYCLE INSURANCE 


sure with the Largest 


Oldest and most Reliable 
All forms of insurance for Motorcycle 
and Scooter Owners, and Riders At Low 
ates. 


* Bodily Inj 
ieee perg 

* Fire. Theft & Collision 
Write for applications and information on 
our budget premium plan. No obligation. 
Immediate coverage on acceptable appli- 
cants. Local adjusters handle your losses. 
All ages accepted except those under the 
age of 16 in Colorado and Minnesota, and 
under 21 in Washington, D.C. (No insur- 
ance written for residents of Delaware 
Maryland, Massachusetts, New Hampshire, 
New York, Nevada, North Carolina, South 
Carolina or Virginia.) 

MOTORCYCLE UNDERWRITERS 


39 So. La Salle St. ° Suite 1116-B 
Chicago, Illinois 60603 


RING 
EUROPE 


Write for FREE Brochure 

on our Purchase Scheme 

Harvey Qwen 
THE B.S.A/ TRIUMPH CENTER 


Dept 12, 181 Walworth Road, 
LONDON, S.E.17. ENGLAND 
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QUALITY PRODUCTS FROM 


Pr ec 


Replacement 
Seat Cover 


Made of high grade naugahyde for maximum durability and 
Stitched together by super strong nylon thread. Easily 
installed in about 15 minutes by using a 1/8'' draw cord, 
thereby eliminating the use of metal prongs. Sizes to fit 
most models of motorcycles are now available in black 


only. 


Retail price $8.45 to $15.45 


WRITE FOR OUR LATEST CATALOG 


MANERA Cor. 


P.O. BOX 891 
EL SEGUNDO, CALIF. 90245 
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“THE NEW SEATBACK \ 
THAT DOES TAKE — / 


A BACKSEAT 
TO ANY BODY." 


Miss Marilyn Petty, current Miss Michigan Universe 





HERE'S WHY... 


No drilling — alteration — welding — fitting — 
or modification to your cycle — complete adap- 
tor kit furnished for your particular cycle. 


Premium, Lifetime Heliarc 
all-weather Urethane unitized 
custom pad. Soft construction. 
vinyl. Dis- an 
tinctive and comfortable. 
durable. 









Top quality 
heavy gauge 
material. Gives 
styling, safety, 
stability. 













Dual nickel 
chrome plating. 
Highest quality. 
No waxing or 
polishing 
required. (Satin 
finish 
available.) 


Ease of 
installation. 
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Engineered | PLEASE RUSH THE ^ jü, Q LISTED BY QUANTITY! | 
specifically for lg ^ fe wa | 
each model. | Amount cis ? SS els | 
Ordinary hand | Honda 350 Harley Long | 

tools for most | Honda 450 (Custom Seat) 
cycles. (Cushion | Honda 500 Harley Short | 
ae N N and adapter kit Honda 750 (Factory Seat) | 
E > RAS, included.) | Triumph-BSA Suzuki 500 | 
Available at dealers in California, Texas, Louisiana, Ohio, Illinois, | Suzuki Zo | 
Indiana, Florida, Michigan, and Tennessee i | Signed Company | 
List Price $44.50 Price subject to change without notice. - | | 
| Address Phone | 
Y Am MAIL TO: | City Zip | 
ICETE ENGINEERING CO., 45241 GRAND RIVER ı Gl | 
NOVI, MICH. 48050 / OR CALL (313) 349-8500 | Enclosed D Certified Check O Money Order D C.O.D. | 
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EUROBIKE 


Y 
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DISCOVER 
EUROPE 
ON A BIKE! 


MEET EURO-BIKE AND LET THEM 
TURN YOU ON TO EUROPE AND 
O SAVINGS ON OVER 17 MAKES OF 
TAX-FREE CYCLES FROM 
50 C.C.-900 C.C. 


€ AIRPORT SHOWROOM AND 
DELIVERY! 

O LICENSE AND REGISTRATION 
INCLUDED! 

O MOST COMPLETE INSURANCE 
AVAILABLE! 

O RETURN SHIPMENT TO U.S.A. 
OR CANADA! 


O TEN SPEED RACING BICYCLES! 


ecc | n 


; Euro-Bike Inc. Dept. 4 
: 810 18th Street, N.W. 

: Washington, D. c. 20006 
; TEL: 202/347-0766 


: Name 





- - ; Age 
please print or write plainly 


Address 
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. : City, & State 


ee o 


Zip 


eooc.on.o..o 





MANUFACTURERS OF QUALITY CHROME ACCESSORIES 
P. O. BOX 5245 — JACKSONVILLE, FLA. 32207 
(904) 733-3363 





: See Your Local Dealer 
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cussion of whose responsibility it was to 
provide extra goggles. 

Someone in the support effort must be 
keeping track of the rider's time. If a rider 
comes in tired and cold, with a flat that 
must be fixed before he can leave, someone 
had better be able to tell him how much 
time he has or there will be an explosion. 
That person should call off the minutes to 
him as he's making the repairs so he can 
pace himself as well. The rules allow some- 
one else to inflate the tire for him, and 
someone should be prepared to do it. 

One of the most difficult areas of prepa- 
ration is the one that requires that a rider 
do nothing. It seems that after a rider or 
his team has spent weeks or months mak- 
ing sure that everything is right, the rider 
has to go out the day before the event to 
"practice" or do some “fine tuning" or 
"check everything out”. Therein lies disas- 
ter. At last year's ISDT several riders were 
out of the event due to injuries received 
while practicing; several almost didn't get 
their bikes impounded on time because of 
repairs necessitated by the “fine tuning" 
process. Undeniably there will be a few 
times when something will be necessary, a 
jetting change, or a minor modification of 
suspension for conditions that were not an- 
ticipated. But make sure that it's really 
necessary first, and then take it easy. 

Cheating is a part of the ISDT. It ranges 
all the way from a special bolt that some- 
one “loses” near a rider who needs it, to 
substitution of machines and forgery of the 
special markings. Riders' attitudes also 
vary greatly, from the rider who gleefully 





accepts it and enjoys playing CIA on mo- 
torcycles, to riders who would rather quit 
than cheat even in a minor matter. You as 
a rider must think seriously about this 
problem and determine your own atti- 
tudes. Make up your own mind before you 
go to an event just what you will or will 
not do. Make sure your sponsor under- 
stands your attitudes. You and your spon- 
sor must be in agreement on this critical 
issue, or you will be at a tremendous psy- 
chological disadvantage on the trail. A 
rocky, muddy trail is not the place to re- 
solve moral issues. 

Should you be fortunate enough to ob- 
tain a spot on the team, you will be notified 
by the AMA no later than the second week 
in July. At that time you will be invited to 
a training camp near Potosi, Missouri, for 
an intensive preparatory session, primarily 
in the art of doing well in the special tests. 
This camp is sponsored by the AMA and 
will be under the direction of Tom Clark. 
The AMA is making arrangements now to 
minimize the cost to the participants. Fur- 
ther information can be obtained from the 
AMA headquarters. 

If you follow all the advice in this article 
and are successful in the qualifiers, there's 
still no guarantee that you will get a spot 
on the team. It's still up to the AMA, 
which is to say it's up to people, money, 
and chance. The same could be said of rou- 
lette. What you have been given here is a 
scientific approach to roulette and an invi- 
tation to a high stakes game where the 
wheel may or may not be fixed. Still, it's 
more fun than watching television. © 


1973 ISDT QUALIFIERS 


DATES 


March 31, 
April 1 


Central Texas 


April 7—8 Missouri 


May 12-13 Western Oregon 


May 19-20 


Eastern Oregon 


June 9—10 New Jersey 


Southern California 


June 23—24 


Send Letters of Intention To: 


GENERAL LOCATION 


ADDRESS FOR INFORMATION 
AND ENTRIES 


Fort Hood Dirt Riders 
Post Office Drawer “A” 
Fort Hood, Texas 76544 


Midwest Enduro Team-Potosi 
Stumpjumpers 

106 East High Street 

Potosi, Missouri 63664 


Motorcycle Activities Club 
Post Office Box 652 
McMinnville, Oregon 97128 


Pacific Northwest Trials Association 
(PNTA) 

Post Office Box 131 

Weston, Oregon 97886 


South Jersey Enduro Riders 
Post Office Box 573 
Mt. Holly, New Jersey 08060 


Sunland Shamrocks 
Post Office Box 515 
Sunland, California 91540 


Jim Cagle 

American Motorcycle Association 
Post Office Box 141 

Westerville, Ohio 43081 
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tory for my state. 


ADDRESS 


Whoever coined 
that phrase obvi- 
ously never sub- 
mitted a claim to 
an insurance company. What you 
don’t know can hurt you. Especially 
if you don’t know your cycle insur- 
ance doesn’t give you the coverages 
you thought you already had. 


CITY 


| 
l 
| 
I 
l 
l 
l 
| 
| 
l 
l 
l 
km 


*Available in most states. 


What you don't know, won't hurt you 7? 


= 
l 

| 
Please send me your Cycle Insurance Buy- 
l 

l 
NAME (PLEASE PRINT) | 
l 


— ee ee — — — 


* INSURANCE COMPANY 
5800 FOREMOST DRIVE 
GRAND RAPIDS, MICH. 49501 


er's Guide and the Foremost Agent Direc- 


For example, 
most people don't 
| realize almost all 

cycle insurance 
| policies (not 
| ours) are auto- 
matically sus- 
pended during competitive events.* 
Or that their regular liability insur- 
ance may not cover "buddies", and 
they need guest passenger liability 
coverage. Of course they find out 


B-4 4731 


quickly enough when they call in a 
claim. At Foremost, we don't think 
that's right. That's why we prepared 
a short, simple booklet explaining 
everything you've got coming to you 
when you insure your bike with 
Foremost. To get your free copy, 
just send us the completed coupon. 


WE WORRY SO YOU WON'T HAVE TO. 

















CYCLE ROAD TEST 


KAWASAKI 250 AND 350 TRIPLES 





* Frequently that which comes to us her- 
alded as nothing less than true progress, 
proves upon close examination, to be 
something more in the nature of a lateral 
arabesque, or Great Leap Sideways. 











FOUR-COLOR PHOTOS BY MARC MADOW-BLACK AND WHITE PHOTOS BY BILL DELANEY 


So it was with Kawasaki's 350cc triple, 
when the bike was introduced as a replace- 
ment for the A7 Avenger in late 1971. It 
may be recalled that the old disc-valve 
twin at times showed a marked reluctance 


to stop, and went around corners raggedly, 
but it could not be faulted in terms of pure 
horsepower. The A7 was then the fastest 
thing in its displacement class, and people 
who wanted a high-performance 350 





needed to look no farther than their local 
Kawasaki dealership. 

Kawasaki’s engineers might have turned 
their efforts toward correcting the A7’s 
handling and braking but for the very 
large splash made here by their bullet-fast 
H1, a 500cc triple. This motorcycle gave 
the performance game entirely new dimen- 
sions, exciting even those Americans 


whose tastes inclined them toward some- 
thing a little less sudden. Following the 
H1 came the 750cc H2, built to the same 
pattern but with more displacement and 
still the ultimate in pure, uncurried urge. 

Enthusiasm in the marketplace for 
these triples generated a similar regard for 
the three-cylinder concept back in Japan, 
and there was little enough reason to hold 


mS 


ve 


back after someone suggested substituting 
a new triple for the disc-valve twin. Most 
firms would have faced a large cost in- 
crease in switching from a two-cylinder 
engine to a triple, but the complexities 
associated with rotary-valve induction of- 
fered Kawasaki a golden opportunity in 
cost-cancellation. By trading the valve 
discs and related hardware for piston- 








controlled intake ports and an extra cylin- 
der. they couid have the more glamorous, 
smoother triple for about the same money 
spent in building the twin. 

Probably someone in Kawasaki's engi- 
neering department must also have decided 
that a similar trade-off presented itself as re- 
gards performance. All other things being 
equai, no piston-port engine will produce 
horsepower like one with rotary intake vaiv- 
ing. But here the situation was not one of 
equality; more and smailer cylinders aiso of- 
fer advantages thermally, in port area. and 
in engine speed. A triple will spin faster than 
a twin, and that should have compensated 
Kawasaki for the inevitable decline in intake 
system efficiency and increase in overall 
weight. 

That's how it must have been planned, 
but it’s not quite the way it happened. Not 
right away. When the first Kawasaki S2 350 
triple appeared, it proved to be slower than 
the old disc-valve twin. A lot slower. Our 
test of the A7 twin yielded quarter-mile ac- 
celeration figures of 14.35 seconds and 91.55 
mph, which are quicker than the 14.87 sec- 
onds and 86.12 mph recorded by the first 
version of the S2 350. Of course, the S2 was 
even then a better motorcycle in most ways 
than the A7 Avenger, but it wasn’t nearly as 
fast and that was bad news in a bike intend- 
ed for a performance-oriented market. 

Some of the droop in performance is ex- 
plained by the triple's weight, which is about 
40 pounds over that of the A7 twin, but this 
should have been offset by gearing (6.56:1 
overall for the S2 and 6.36:1 for the lighter 
A7). The conclusion inescapeably is that 
somewhere, the theorizing went awry, and 
that Kawasaki's splendid triple just didn't 
have as much muscle as the old twin. 

One hopes that the engineer responsible 
did not immediately cast himself on his 
Sword, because we now have a 1973 S2 350 
triple and it unquestionably, if belatedly, is a 
much better motorcycle than the twin it has 
replaced. Indeed, it is vastly better in every 
respect except for straight-line perfor- 
mance—and it's getting close to the old 
Avenger in that department. 

No changes have been made in the S2 
350's engine specifications for 1973, but it is 
now making nearly 32 bhp and will sprint 
through the quarter-mile in 14.56 seconds. 
reaching 89.02 mph at the end. That's still 
not quite as quick as the superceded A7. but 
then what is? The fact is that you'd never be 
able to feel the slight performance difference 
that now exists between the A7 and S2. 
Where did they get the extra horsepower for 
this boost in power? In a new set of exhaust 
pipes, that’s where. and the new pipes have 
an added advantage in being quieter than 
those fitted in 1972. 

Braking wasn't what you couid reason- 
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Only the Kawasaki 350 sports a hydraulic disc brake; the thumb lever marked "S" is the choke lever; 





really twisting the throttle drops the 350’s mileage down to 24 mpg and limits range to 80 miles. 





The hinged lockable seat opens with thumb-press; it 
is one of many "features." 








Hooded instruments are separated by idiot lights; 
ignition key is within easy reach. 





350 has disc brake. the 250 a drum: aisc works best when warm: drum fades away when hot. 
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KAWASAKI 250 S1 


Price, suggested retail .......... West Coast, POE $815 
Tie, front os ura 3.00 in. x 18 in. Yokohama 
[Car camada a 3.25 in. x 18 in. Yokohama 
Brake, NONE. oui oo M ate S oe eee dies mex EZ: 
fap. xf cade este cte Ee die RC 7.1 in. x 1.2 in. 
Brakeisweptarea ecommerce 53.5 sq. in. 
Specific brake loading .... 9.87 Ib/sq. in., at test weight 
Enginetype iem Inline two-stroke three-cylinder 
Bore and stroke ..1.77 in. x 2.06 in., 45.0mm x 52.3mm 
Piston displacement .............. 15.2 cu. in., 249cc 
COMpressiOnNatiO! „naar mure me ciere darin es oes 74521 
Garburetion: =¿bssosuvs sel ss sos 3; 22mm; Mikuni 
Air tiltration s eon ea e Replaceable paper element 
¡GIO :me:mpisktecis pow ae sms Battery and coil 
BRROTPM zur 23.26 @ 8,500 rpm (actual) 
Mph/:1000 rpm; topGear «sies cue erase ass 9.9 
BüGlcdpdoltV/ «ontario 3.7 gal. 
OCACIONES 3.2 pts. 
E ee 12v, 5.3 watts (min.) 
BatterW ex ser aim gia SdSSEPDTHES 12v, 6 ah 
Gear ratios, overall ......... (1)20.89 (2)13.07 (3)9.86 
(4)8.18 (5)7.01 

Wheelbase £ scm arcte ceto an So eae S 52.4 in. 
Seats lle diit. ees specs pecie ete canc sas: 30 in., with rider 
Grotindrelearance) «cues aaa cae 5.5 in., with rider 
Curb weight. . ame ees au. o 368 Ibs., with full tank of gas 
"esewelghib ar esa tied Ta dors edt 528 Ibs., with rider 
Instruments: aus emu Speedometer, Trip Odometer 
Tachometer 

Sound level, (California Standard) ......... 84.5 dB(A) 
Standing start %-mile ...... 16.475 seconds, 77.98 mph 
Braking fonce INES ressor rise ame are ae see 0.834G 

























5,500 2.88 
6,000 13.8 12.10 
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8,000 23.16 
8,500 23.26 14.37 





Corrected Rear Wheel Horsepower 
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(15.32 max) 

Test Conditions: 
Barometer 30.12 
Temperature Dry 74F 
Wet 56F 
Correction Factor 1.020 



















Torque in Foot Pounds - — — — 
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KAWASAKI 350 S2 
Price, suggested retail West Coast, POE $885 
Tire, front 3.00 in. x 18 in. Yokohama 
3.50 in. x 18 in. Yokohama 
Brake, front 11.5 in. x 2.0 in. 


Brake swept area 

Specific brake loading .... 6.99 Ib/sq. in., at test weight 

Engine type Inline two-stroke three-cylinder 

Bore and stroke ..2.09 in. x 2.06 in., 53.0mm x 52.3mm 

RPM x 100 Piston displacement 21.11 cu. int, 346.266 

1 Compression ratio 

Carburetion 3; 24mm; Mikuni 

Air filtration Replaceable paper element 

Ignition Battery and coil 
31.85 @ 7,500 rpm (actual) 











Mph/1000 rpm, top gear 

Fuel capacity 

Oil capacity 

Lighting 

Battery 12v,6 ah 

Gear ratios, overall (1)19.49 (2)12.20 (3)9.20 
(4)7.63 (5)6.56 














Wheelbase 

Seat height 30 in., with rider 
Ground clearance 6 in., with rider 
Curb weight 369 Ibs., with full tank of gas 
Test weight 529 Ibs., with rider 
Instruments Speedometer, Trip Odometer, 


Tachometer 
Sound level, (California Standard) 84.5 dB(A) 


Standing start %-mile 
Braking force in Gs 
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BHP Torque Date of Test: December 26, 1972 
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IY HORSEPOWER 
4 (31.85 max) 
7.000 2877 21.58 SEAT 
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7,500 31.85 22.30 
8,000 EE 20.43 TORQUE 
8,500 9.60 18.29 (22.30 max) 


Corrected Rear Wheel Horsepower 
Torque in Foot Pounds - —— — 


Test Conditions: 
Barometer 30.05 
Temperature Dry 73F 

Wet 58F 


Correction Factor 1.029 





APRIL 1973 101 





ably call the strong point of either the old 
A7 or the first S2 350, both of which had a 
really flabby drum-type front brake that 
would give you one or two good stops but 
then get hot—which then left you with noth- 
ing much more substantial than the power of 
prayer for stopping. But now the A7, though 
fondly remembered, is out of production and 
S2s built for 1973 have a disc and hydraulic 
caliper gracing their front wheels. 

With the disc brake the 1973 S2 also has 
been fitted with new forks having alumi- 
num-alloy sliders and springs much better 
suited to the bike's weight. Damping may 
have been improved as well, but it is possible 
that the new S2's smoother ride and cleaner 
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The 250 engine won't pull fifth at 65 mph into the wind; downshifting brings high-rpm shakes. 


The 350 engine produces almost 32 bhp at the rear wheel and has a broad spread of useable power. 


handling is purely a function of the softer 
springs. In any case the bike is better than 
when it had the old steel-shin forks, and will 
corner slightly faster just because the new 
forks are sufficiently longer to give the S2 an 
extra half-inch of clearance. Also, choppy 
turns may be taken a bit faster because the 
new forks make the 1973 S2's front wheel 
follow the road surface a little more closely. 

Tastes vary, but ours incline us to think 
that Kawasaki's new S2 is a more handsome 
motorcycle than the original. The Depart- 
ment of Transportation's beloved, side-look- 
ing safety reflectors have been remounted to 
seem a lot less like an afterthought, and the 
stubby extension behind the seat that dou- 
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bles as a rear fender has been restyled along 
lines that should please everyone. We defi- 
nitely approve of the inch-deep candied 
paints, offered in blue or orange, and the 
new trim-stripe motif. These stripes are de- 
cals, but they have been submerged under 
enough clear lacquer to look convincingly 
like custom handwork even when given a 
close, critical inspection. 

All these splendors having been incorpo- 
rated in the 1973 S2 350, one might think 
that the poor performance and misbegotten 
hardware of yesteryear has all been con- 
signed to The Pit. Rest assured that it has 
not; Kawasaki has not just cast it all away. 
The S2 350 has been spared these things, but 
you'll find it all in the S2's 250cc derivation, 
the S1 250 triple. It's all there: the fatiguing 
vibration, indifferent brakes, and modest ac- 
celeration—and the feeling that Kawasaki 
somehow should have done better. 

We borrowed a pair of these new three- 
cylinder K-line roadsters from Kawasaki, 
and after spending a goodly amount of time 
with them, then more time pondering what 
we saw, felt and measured, we're still not 
sure we understand everything we know 
about them. Against all odds and despite be- 
ing constructed almost entirely of the same 
pieces (only the forks, front brakes, cylin- 
ders, pistons and carburetors are markedly 
different), the S1 250 and S2 350 present as- 
tonishingly different experiences for their 
riders. With, we hasten to add, a single, pro- 
nounced similarity: both of Kawasaki's 
small triples handle extremely well. 

Road-sport motorcycles like the Kawa- 
sakis should be tested sportingly, so we took 
ours out for a long tour over the paved roads 
that lace a nearby range of mountains, 
which constitute one of the world's great 
test tracks/playgrounds. It being prudent to 
make these tours at a pace comfortably re- 
mote from The Limit, we always promise 
each other before setting off that we'll be 
sensible and avoid a lot of wear and tear on 
nerves, footpeg ends and boot uppers. 

Some bikes' general behavior is such that 
we are content to keep our promise regard- 
ing prudence; others eventually lead us into 
temptation. With the small Kawasakis it 
was a headlong plunge into some purely de- 
lightful foolishness. We were quickly be- 
guiled into the kind of excess that misses be- 
ing totally inexcusable only because it re- 
veals so much about a motorcycle in such a 
very short time. 

An entrancing swoopy downhill section 
was what destroyed our good resolve on be- 
ginning a day of Kawasaki-triple testing, 
and it was there the S1 and S2 showed them- 
selves to fine advantage. You'd expect that 
bikes weighing just under 370 pounds to 
have light handling, and the Kawasakis do. 

(Continued on page 104) 
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Action: Brad Lackey, Kawasaki, No.1 American Motocross rider. 


lash the bend, 
dipping through gop. 
Mounds wait ahead 
to trap pretenders. 
Slope and swerve, 
righting and lefting, 
blazing past 

an obstacle mangler. 
Harvesting patterns 

of motocrisscrossings. 
Harvesting shirts 

of frontier flashers. 

The new Hang Ten shirts, 

a flood of flash. 










103 


mu 


* SERIOUS 
INDUSTRY-WIDE 
SHORTAGE NOW 
EXISTS OF 


MOTORCYCLE 
MECHANICS 


*HIGH EARNINGS! 


Trains 
Nationwide 


[| . 1 S 

Į National Technical Institute 
Í 4810 Calvert Road 

I College Park, Md. 20740 


|] NAME 


] ADDRESS 








f city 


ll STATE ZIP 











F ace 





DEVELOPERS OF INDUSTRY TRAINING SYSTEMS 
EEE ed sO) (E Ded 
CIRCLE NO. 53 ON READER SERVICE PAGE 


104 


O -E A I TL I I 


Ne oust TRY 








KAWASAKIS Cont. from page 102 


But you don’t just assume that touring mo- 
torcycles are going to let you get away 
with doing the complete demon racer 
thing, which is to lose all sense of restraint 
and start stuffing the bike hard into turns 
while simultaneously applying a lot of 
brake. That’s the ultimate test of handling, 
and the Kawasakis passed it like champi- 
ons, with nary a wobble or bobble, just as 
they did all the other handling things with 
complete composure. They just don’t do 
anything shaky, ever. The S1’s stiffer forks 
do lend it a tendency to chatter sideways in 
a bumpy turn, but even that is entirely pre- 
dictable, controllable, and it won’t get you 
into trouble as long as you remember it’s 
going to do it. 

One aspect of handling often overlooked 
by those who design motorcycles is corner- 
ing clearance. There’s nothing more unset- 
tling, nor potentially more dangerous than 
a sidestand or exhaust pipe that grounds 
when the bike is cranked off into a turn. 
This grounding is startling for the rider, 
and has a habit of bouncing the bike up- 
right, which is bad, or levering the rear 
wheel off the pavement, which is worse. 
Somebody at Kawasaki really got it right 
on the SI and S2: their pipes and stands 
are tucked in so closely that it's the footpeg 
ends and the edges of your boots graunch- 
ing along the pavement that tell you you've 
gone far enough, and those things have 
enough yield to be a sufficient warning and 
not trouble itself. 

We've noted that both the Kawasakis 
would accept mixed braking and cornering 
with rare equanimity. Alas, this advantage 
sometimes is more theoretical than real 
with the S1 250 because after a few vigor- 
ous applications of the brakes you find the 
lever moving back toward the handlebar in 
a manner that says the drum and shoes up 
front soon will reach ignition temperature 
if you persist. There simply is not enough 
brake in the S1 250's front wheel to cope 
with 520-plus pounds of fast-moving bike 
and rider. Not in contemporary terms 
there isn't, disc brakes have conditioned us 
to expect a lot more fade-resistance than 
the S1’s drum brake possesses. 

On the other hand, experience with oth- 
er disc brakes leaves us somewhat disap- 
pointed with the one on the S2 350. Curi- 
ously (and this is but one of the anomalies 
in these bikes), the drum-brake S1’s one- 
time stopping ability is slightly better than 
that of the S2 350. However, that drum 
brake inside the S1’s front wheel is fast be- 
coming no more than a memory and a bad 
smell at the end of a third consecutive stop 
from 60 mph. This stands in stark contrast 
with the S2's disc brake, which is then 
merely getting warmed nicely and ready 
for some real action. 

An unexpected bonus with the disc 
brake was the ringing, piercing squeal it 
produced when warmed and a light touch 
applied at the lever. This worked far better 
than the bike's horn, or anything short of a 
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Goodyear, M & H, and Pirelli street, 
off-road, and racing tires. 


Anywhere in the USA. 
Call, write, or visit: 


Motorcycle 


& Accessories, 


7000 SCHAEFER ROAD 
DEARBORN, MICHIGAN 48126 
313-846-4249 


WE INVITE DEALER INQUIRIES 


INTRODUCING 


The Slaymaker Lock'n Cable Kit 
will give you the year-round protec- 
tion, durability, and lightweight 
convenience you need. 
The CABLE: 
Em 3,000 Ibs. of break strength. 
[ six feet of tough, galvanized 
aircraft steel. 
E vinyl coated. 
W flexible, easy to carry — lock 
and cable weigh only 1 Ib. 
The LOCK: 
@ laminated steel body, case- 
hardened steel shackle. 
@ rust and corrosion-proof 
solid brass cylinder. 
[ special pin-tumbler mechanism 
that retains key until lock 
is securely closed. 


olaymalier 


LOCK COMPANY 


Lancaster, Pennsylvania 17604 
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New, for all the 
right reasons. 


b m ell 





The 250 CZ is made for one purpose. To go 
faster and easier over rough terrain than any 
other bike. And to do it weekend after weekend, 
year-in and year-out. 

At CZ, we don't make changes just to say we 
have a new model. 

So for 1973, we have made refinements that 
will help you go even quicker. 5 speed gear box, 
new, improved carburetor that increases per- 
formance even in the intermediate r.p.m. range. 
A "sunburst" head for increased cooling. New 
Grand Prix tank and styling. And an engine that 
puts out enough "out-of-the-crate" horsepower 
to win every moto. 

A frame that is virtually unbreakable. De- 
signed to get around corners quick, but great 
stability when you're hooking it in the rough. 

Waterproofing and dustproofing keeps the CZ 
engine running strong and ignition dry. And the 
dual-coil ignition that fires both plugs simul- 
taneously so you won't be left stranded. Pre- 
cision parts; chains, sprockets, gears that seem 
to last forever. Welded levers, Barum tires and 
a new light and flexible fiberglass front fender. 

At CZ, we build for speed, strength, handling 
and durability; for motocross, cross-country and 
desert . . . we'll let our 32 world's titles speak 
for themselves. 

CZ is built for the rider. That's why it's not 
only a better dirt bike, it's a better CZ. So much 
better that when you ride one, you'll see why 
our changes are all for the right reasons. 

Check one out at your nearest CZ dealer today. 





JAWA-CZ 


AMERICAN JAWA, LTD. 


WEST: 3745 Overland Ave., Los Angeles, Ca. 90034, 
EAST: 185 Express St., Plainview, Long Island, N.Y. 11803 
CANADA: Skoda & Jawa Motors Canada Ltd. 

7600 Trans-Canada Hwy., Montreal 377 Ca. 
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UNBREAKABLE 
PLASTIC LEVERS 


Amazingly sturdy. Resist- 
ant to weather, gas, oil. 
LIFETIME GUARANTEE! 
Fit all Va” bars. $7.95 ea. 





HONDA 500-750 
POWERTONE 
COLLECTORS 


BIG POWER INCREASE 
LITEWEIGHT 

EASY INSTALLATION 
*Plus Freight 
4-INTO-1 °*$95.00 
4-INTO-2 *$95.00 






FINNED COVERS 
Highly polished aluminum. 


HON 750 Set of 3 — $29.95 
500 & 350 (4) Pair $19.95 
450 Alternator $12.95 






YOSHIMURA 
HONDA CAMS! 
100-125cc ..... $ 29.95 
AUDIO ana 36.95 
350 Twin ...... 58.95 
350 Four* ..... 105.00 
CB 500* ...... 106.95 
CB 750* ...... 114.95 


*Includes Special Pistons. 















T-SHIRTS 


Quality shirts; super col- 
orful cycle designs. All 
popular cycles and many 
not so popular. $3 each/ 
two for $5. 





LIGHT BRACKETS 
Beautifully chromed. Perfect 
for custom front end. $11.95 
pair. 


CUSTOM VALVE 
COVERS 

Finned, polished aluminum. 
Attractive custom look. Avail. 
for Honda 350, 500, 750. Set 
of four $9.95. Set of Eight 
$17.95. 





VELOCITY STACKS 


More Power! Increased air 
flow. Aircraft aluminum. 
Honda twins $10 pair. Honda 
Fours (500 & 750) $20 set. 
Specify model. (Also available 
with screens for 350, 450, 750) 


CATALOG 


Accessories for all cycles. 
300-page 4-catalog package 
$3 or FREE with $10 order. 


ORDER FROM: 


RACECRAFTERS 


International 


Dept.cr-4Box 347 * Los Angeles, Ca 90028 


or visit our store: 


7920 Sunset Blvd., Hollywood 90046 
or order by phone: (213) 876-3600 
Dealer Inquiries Welcome 
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police siren in alerting somnolent drivers— 
though it was a trifle overpowering for pe- 
destrians, who were sent leaping for the 
curb like startled gazelles by its shriek. 

Almost as unsettling as solidly ground- 
ing a pipe or stand is an engine that comes 
alive with a big surge when you're trying 
to get a drive off some corner. Neither of 
the Kawasakis have that problem, but for 
entirely different reasons. There is a sharp 
hump in the S1 250's power curve, only it 
is a mere mole-hill at its peak. You can feel 
it if you give the matter your closest atten- 
tion; nobody is going to be bothered by 
such an insignificant lurch. 

The S2 350 triple delivers almost 32 bhp 
to its rear wheel, which is plenty strong for 
its displacement and could be plenty of 
trouble if it was hair-trigger horsepower. 
But 20 of those horsepower arrive at 6,000 
rpm and the engine gains strength smooth- 
ly until it reaches its 7,500 rpm peak. It 
fades away just as gently, remaining above 
30 bhp almost to the redline. Use the gear- 
box right, and you can hold the revs be- 
tween 6,500 and 8,500 without difficulty, 
which means that the engine will stay 
within seven bhp of its peak and you can 
get precisely what power you want by 
turning the tap. There is a largish surge 
between idle and 6,500 rpm, enough in 
first gear to loft the front wheel, but you 
only get that while rushing away from a 
stop and it always is controllable. 

In freeway cruising with the S1 250 you 
do find that its power is a problem. The 
engine doesn't make enough of it, and 
what there is doesn't get much help from 
the transmission. When the S1 is pulling a 
long, shallow grade or beating into a head- 
wind, it simply will not cruise comfortably 
at 65 mph. At that speed the 250 triple is 
running on the steep slope of its power 
curve, and making barely enough power to 
cope with still air and a level road. Add 
any extra load and the bike's speed begins 
to sag, with the drop in power as revs fall 
being slightly greater than the reduction in 
overall drag—which means that staying 
with fifth gear results in the S1 slowing dis- 
couragingly before power and drag come 
into balance. Downshifting to fourth yanks 
the S1’s engine high enough on its power 
curve to hold the bike's speed, but this also 
will introduce you to another of the 250 
triple's shortcomings. The bike is smooth 
enough up to 7,000 rpm, but vibrates dis- 
tractingly above 7,500. So everything be- 
comes a blur when you notch back to 
fourth for hills and headwinds. 

Quite obviously the Kawasaki 250 triple 
needs more closely staged ratios, and espe- 
cially a narrower jump from fourth to fifth. 
Quite obviously, too, the transmission ra- 
tios have been selected with the larger S2’s 
power characteristics in mind, and there 
they have been successful. The 350 triple 
never seems to be at a loss for the right 
gear. Ratio staging is in part responsible 
for this desirable trait, but the transmission 
does get help from a powerband that is 
comfortably wider than anything one 


ABOUT YOUR 
SUBSCRIPTION 


Your subscription to CvcLE is main- 
tained on one of the world's most modern, 
efficient computer systems, and if you're 
like 99% of our subscribers, you'll never 
have any reason to complain about your 
subscription service. 

We have found that when complaints 
do arise, the majority of them occur be- 
cause people have written their names or 
addresses differently at different times. 
For example, if your subscription were 
listed under “William Jones, Cedar Lane, 
Middletown, Arizona," and you were to 
renew it as “Bill Jones, Cedar Lane, Mid- 
dletown, Arizona," our computer would 
think that two separate subscriptions 
were involved, and it would start sending 
you two copies of CYcLE each month. 
Other examples of combinations of names 
that would confuse the computer would 
include: John Henry Smith and Henry 
Smith; and Mrs. Joseph Jones and Mary 
Jones. Minor differences in addresses can 
also lead to difficulties. For example, to 
the computer, 100 Second St. is not the 
same as 100 2nd St. 

So, please, when you write us about 
your subscription, be sure to enclose the 
mailing label from the cover of the mag- 
azine—or else copy your name and ad- 
dress exactly as they appear on the 
mailing label. This will greatly reduce any 
chance of error, and we will be able to 
service your request much more quickly. 
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Let us know 6 to 8 weeks in advance so that you 
won't miss a single issue of CYCLE. i 

Attach old label where indicated and print new 
address in space provided. Also include your mail- 
ing label whenever you write concerning your sub- 
scription. It helps us serve you promptly. 
Write to: P.O. Box 2776, Boulder, Colo. 80302, giv- 
ing the following information. 

O Change address only. 
O Extend subscription. C Enter new subscription. 
(10 3 years $15 20 2 years $11 90 1 year $6 
O Payment enclosed (1 extra issue per yr. as a 
BONUS) 
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Public lands 
belong 


of fe 


(Ride; , thoughtfully.) 


>. Protect your right to ride by proving that 

E good cyclists make good citizens. 

_ Your Motorcycle Industry Council is working 

ey hard to preserve the cyclist's fair share 

of U.S. public lands. 

But excessive noise, or abuse of terrain, 

can still cost us a lot of ground. 
Remember, these lands are your 

lands. Use, don’t abuse, your 

y right to ride. 
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Cycle parts and accessories for 
all makes! 


SAVE MONEY! 


Make your cycle run better, 
last longer—increase your riding 
pleasure and resale value! 






Over 120 Pages! 










Only $1.00. You receive your dollar 
back on your first order of $10.00 
or more. 


Foreign inquiries welcomed! 


Visit our nine year old retail store at 
2478 W. El Camino 
Mt. View, California 94040 
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should expect from a two-stroke engine de- 
livering nearly 100 bhp/liter. The S2 can 
be consistently ridden one gear up from 
the optimum (in fourth when third would 
bring the engine nearer its power peak) 
without giving away too much in perform- 
ance. Conversely, the S1 seems never to be 
in the right gear more than momentarily. 

Such large differences in operating char- 
acteristics suggest totally dissimilar inter- 
nal pieces, but the fact is that the SI and 
S2 engines and transmissions are identical 
below the cylinder base gasket. And for 
that matter, there isn't much difference 
elsewhere. Carburetors have different bod- 
ies but are within two millimeters of the 
same throat diameter. Compression ratios 
are virtually identical. Only the port tim- 
ings vary much, and then the variations 
don't explain anything. The S2's 146-de- 
gree intake duration is seven degrees short- 
er than in the S1 engine, which is consist- 
ent with the observable fact that the lat- 
ter's power peak is up at the 8,500 rpm 
redline. But we also find that the S1 has 
transfer and exhaust durations of 120 and 
166 degrees, compared to 116 and 188 de- 
grees in the S2 engine, and these numbers 
suggest a much lower peaking speed for 
the S1 250. If there is an explanation, it 
probably is that the exhaust systems were 
tuned to suit the S2 350 and, as in the 
choice of transmission ratios, the S1 has 
been left to get along as best it can. 

Differences in piston weights probably 
account for the S2 being smoother, with 
the crankshaft's balance factor chosen for 
the 350's larger pistons. The eight-millime- 
ter reduction in bore in the S1 250 also 
effectively lowers the engine's crankcase 
compression ratio, just as the higher trans- 
fer ports cut into its pumping stroke, and 
that may tend to account for the 250 triple 
being rather hard to start. But a kick-start 
lever and gearing clearly intended for Phil- 
lip the Feeble doesn't help matters. Nei- 
ther the S1 nor S2 spin fast enough when 
you kick them through, though the S2 350 
starts readily anyway. 

Both bikes are sensitive to sidewinds, 
though the 250 is worse, and that's a puz- 
zlement when you consider that their 
weights are only a pound apart. It may be 
that the S2's new forks lend it slightly bet- 
ter stability than the S1, which has last 
year's forks, along with the improved ride 
already noted. Incidentally, some of the 
variation in ride may be explained by the 
seats, which look the same on both bikes 
but are not. You don't get a $70 price dif- 
ferential without cutting corners, and it ap- 
pears that Kawasaki shaved costs not only 
in the S1’s forks and brakes but also in the 
seat padding—deeper, softer and nicer in 
the S2 350. Oddly, too, the S2's handlebars 
are about an inch narrower than those on 
the S1, whatever that means. 

One thing that can be said for the S1 is 
that it beats the S2's mileage. Then again, 
what doesn't? Hard riding will make you 
love the S2 350 for its handling and speed, 
but riding it in a properly sporting frenzy 
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The Webco name on a product is the 
mark of uncompromising quality 
that is second to none. You can 
place utmost confidence in the su- 
periority of every component dis- 
playing the Webco brand. 

Dependability and reliability are in- 
herent by-products of Webco quality. 
That is why Webco components are 
the choice of professional, as well as 
sportsman riders. The name Webco 
is synonymous with the ultimate in 
quality . . . and product superiority. 


BIG NEW WEBCO CATALOG 
STILL ONLY $1.00 INCL. DECAL 


WEBCO INC. 


BOX 429 + VENICE, CAL. 90291 


Distributed in the Midwest by 
KK MOTORCYCLE SUPPLY E 
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THE MOST IMPORTANT DISCS IN YOUR ENTIRE COLLECTION! 


Stereo Testing! 


NEW STANDARD 
in 
Stereo Testing! 


Nemo Kerle: 
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“FOR HOME AND LABORATORY USE 
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Model SR12 
STEREO TEST RECORD 


The most complete . . . most sophisticated . . . most 
versatile Test Disc available today. Whether you're an 
avid audiophile who'll settle for nothing but peak 
performance from his stereo components . . . a casual 
listener who'd like more insight into the challenging 
world of stereo reproduction . . . or a professional 
technician who needs precise standards for lab test- 
ing ... the SR12 is a must for your record collection. 


Make thése important stereo checks BY EAR... 
Frequency response + Separation +, Cartridge track- 
ing + Channel balance + Hum and rumble + Flutter 
+ Cartridge and speaker phasing + Anti-skating ad- 
justment + "Gun shot test” for stereo spread + Multi- 
purpose musician's “A.” Equal-tempered Chromatic 
octave + Guitar-tuning tones. 


7 critical TEST EQUIPMENT checks . . . Attention 
professionals: SR12 is also designed to be used as a 
highly efficient design and measurement tool. In the 
following tests, recorded levels, frequencies, etc. 
have been controlled to laboratory tolerances—afford- 
ing accurate numerical evaluation when used with 
oscilloscope, chart recorder, output meter, intermodu- 
lation-distortion meter and flutter meter. 


* 1,000-Hz square waves to test transient and high- 
frequency response of phono pickups. 


« 500 to 20,000 Hz frequency-response sweep. 


+ Sine-wave tone-bursts to test transient response 
of pickup. 


* Intermodulation test using simultaneous 400-Hz 
and 4,000-Hz signals. 


* Intermodulation sweep to show distortion caused 
by excessive resonances in tone arm and cartridge. 


* 1,000-Hz reference tones to determine groove 
velocity. 


+ 3,000-Hz tone for flutter and speed tests. 


Sample waveforms—illustrating both accurate and 
faulty responses are provided in the Instruction 
Manual for comparison with the patterns appearing 
on your own oscilloscope screen. 


The Most Spectacular Sound 
Exhibition of Stereo Fidelity 
Ever Available on One Disc. 


Saloon ST ER EC ) 
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SOUNDS ARE NOW 


TEREO CASSETTE! 
elow. 


THESE BUNT. 
VAILABLE O | 
Sus your order by using coupon b 


ONLY $6.98 POSTPAID 


STEREO REVIEW 
STEREO DEMONSTRATION RECORD 


The result of two years of intensive research in the 
sound libraries of Deutsche Grammophon Gesell- 
schaft, Connoisseur Society, Westminster and Cam- 
bridge. The Editors of Stereo Review have selected 
those excerpts that best demonstrate the many as- 
pects of the stereo reproduction of music. The record 
offers you a greater variety of sound than has ever 
before been included on a single disc. 


ELECTRIFYING EXPERIENCE IN LISTENING 

The Record is a series of independent demonstrations 
designed to show off one or more aspects of musical 
sound and its reproduction. Entirely music, the Record 
has been edited to provide self-sufficient capsule 
presentations of an enormous variety of music ar- 
ranged in a contrasting and pleasing order. It includes 
all the basic musical and acoustical sounds that you 
hear when you listen to records, isolated and pointed 
up to give you a basis for future critical listening. 


WIDE RANGE OF DEMONSTRATIONS 

« Techniques of separation and multiple sound 
sources » Acoustic depth + The ambiance of a con- 
cert hall + Sharp contrasts of dynamics + Crescendo 
and diminuendo » Very high and very low pitched 
musical sounds + Polyphony (two or more melodies 
going on at once) with both similar and contrasting 
instruments + Tonal qualities of wind, string and 
percussion instruments * Sounds of ancient instru- 
ments + Sounds of oriental instruments + Sound of 
the singing voice, both classically trained and un- 
trained + Plus a large sampling of finger snapping, 
hand clapping, foot stamping and other musical and 
percussive sounds. 


13 SUPERB SELECTIONS: 

STRAUSS: Festive Prelude, Op. 61 (excerpt) DGG + DEBUSSY: 
feux d'artifice (excerpt) Connoisseur Society + BEETHOVEN: 
Wellington's Victory (Battle Symphony),(excerpt from the 
first movement) Westminster « MASSAINO: Conzona XXXV 
á 16 (complete) DGG Archive + CORRETTE: Concerto Comique 
Op. 8, No. 6, “Le Plaisir des Dames" (third movement) 
Connoisseur Society +» KHAN: Raga Chandranandan (ex- 
cerpt) Connoisseur Society » RODRIGO: Concert—Serenade 
for Harp and Orchestra (excerpt from the first movement) 
DGG + MANITAS DE PLATA: Gypsy Rhumba (complete) Con- 
noisseur Society + MARCELLO: (arr. King): Psalm XVII “The 
Heavens are Telling" (complete) Connoisseur Society + 
PRAETORIUS: Terpsichore: La Bourrée XXXII (complete) DGG 
Archive + BERG: Wozzeck (excerpt from Act Ill) DGG + 
BARTOK: Sonata for two pianos and Percussion (excerpt 
from the first movement) Cambridge + BEETHOVEN: Wel- 
lington's Victory (Battle Victory) (excerpt from the last 
movement) Westminster. 


Spectacular Sound! 





Created specifically 
for playback through 
stereo headphones. 


Stereo Reviews 
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BINAURAL DEMONSTRATION 
RECORD 


This unique record 
presents sound of 
unsurpassed realism. 


Binaural recording re-creates the directions, distances, 
and even the elevations of sounds better than any other 
recording method. The super-realism of binaural record- 
ing is accomplished by recording the acoustical input for 
each ear separately, and then playing it back through 
stereo headphones. Thus the sound intended for the left 
ear cannot mix with the sound for the right ear, and vice 
versa. 

Binaural recording offers the listener the identical acous- 
tical perspective and instrument spread of the original. 
The sound reaching each ear is exactly the same as would 
have been heard at the live scene. 


"MAX"—GENIE OF BINAURAL RECORDING. "Max," a 
specially constructed dummy head, cast in silicone rubber, 
duplicates the role of the human head as an acoustical 
absorber and reflector of sound. Super-precision capacitor 
microphones were installed in Max's ears so that each 
microphone would pick up exactly what each human ear 
would hear. The result is a demonstration of phenomenal 
recorded sound. 


STARTLING REALITY. The Binaural Demonstration Record 
offers 45 minutes of sound and music of startling reality. 
You'll marvel at the eerie accuracy with which direction 
and elevation are re-created as you embark: on a street 
tour in binaural sound—Sounds Of The City . . . Trains, 
Planes & Ships . . . a Basketball Game, a Street Parade, 
a Street Fabrication Plant, The Bird House at the Zoo—all 
demonstrating the incredible realism of binaural sound 
reproduction. 


MUSIC IN BINAURAL. The musical performances pre- 
sented on the Binaural Demonstration Record transport 
you to the concert hall for a demonstration of a wide va- 
riety of music. Selections total 23 minutes, and include 
examples of jazz, organ, and chamber music. 

The Stereo Review Binaural Demonstration Record is the 
ultimate in sound reproduction. It has been made without 
compromise. 

Although headphones are necessary to appreciate the near- 
total realism of binaural recording, the record can also be 
played and enjoyed on conventional stereo systems. 


The Stereo Demonstration Record ONLY is available in your choice of 33-1/3 or 45 RPM. 


FREE BOOKLET WITH EACH 
ALBUM AND CASSETTE 


SR12: Informative manual includes 
tables, diagrams. 


Demonstration Record and Cassette: 
Discussion of the selections plus 
description of each selection 
performed. 
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(RECORDS * Ziff-Davis Service Division * 595 Broadway * New York, N.Y. 10012 





I Enclosed find $ ____________. Please send: l 
I Model SR12 Stereo Test Records @ $5.98 each postpaid ($8.00 outside U.S.A.) D 33% RPM I 
I Stereo Demonstration Records @ $5.98 each postpaid ($8.00 outside U.S.A.) Check one: DJ 45 RPM | 
| Stereo Demonstration Cassettes @ $6.98 each postpaid ($8.00 outside U.S.A.) 

[| Binaural Demonstration Records (9 $5.98 each postpaid. ($8.00 outside U.S.A.) Oks 

l 
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NOW...AN ELECTRONIC 
IGNITION SYSTEM 
DESIGNED SPECIFICALLY 
FOR MOTORCYCLES. 


Install a CYCLE/SEE/DEE on your 
cycle today in thirty minutes and 
get improved performance. Pro- 
vides positive ignition at all speeds 
under any condition and produces 
fire power at the plug to match the 
ignition requirements ofthe engine. 
Keeps engine in tune and operat- 
ing at peak efficiency. You will feel 
the difference right from the start. 


Three year warranty. 
ONLY 2495 






Sold by Better Cycle Dealers Everywhere 
- WRITE FOR FREE LITERATURE 





JUDSOx 


RESEARCH AND MFG. CO. 
CONSHOHOCKEN  PA.19428 





TAKE TWO FOR THE ROAD 


Hook up a Holsclaw and tow a 
pair of bikes or scooters any- 
where you can take your car. 


Just tilt the runners, roll on 
your two-wheelers and chain 
‘em down. Coil springs with 
double-acting shocks—like 
those that have gone millions 
of trouble-free miles on famous 
Holsclaw boat trailers. Two 
models to choose from. 






WRITE FOR 
ILLUSTRATED CATALOG 


Holsclaw Bros., 
Inc. 


422 N. Willow Road 
Evansville, Ind. 47711 
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burns a gallon of fuel for every 24 miles 
traveled. When you consider that 24 mpg 
would make the driver of a big sedan think 
he'd died and gone to heaven, the S2's gas- 
oline gluttony doesn’t mean much in terms 
of economics. It does, however, limit cruis- 
ing range to a little more than 80 miles and 
we came to wish most passionately that the 
Kawasaki S2 had a five-gallon fuel tank. 

You won’t be able to blame the dwin- 
dling fuel supply on some thief with a sy- 
phon hose, as the Kawasaki has a locking 
gas cap, which is a nice touch. Other 
things we liked were the hinged, locking 
seat with its registration/owner’s manual 
pouch, and the tools/incidentals compart- 
ment. Those who buy the Kawasaki might 
not care much about the big, sturdy grab- 
handle behind the seat, but their passen- 
gers surely will. 

Indeed, anyone who buys the S2 350 will 





find a lot of things to like. Maybe it isn't 
quite as fast as the old A7, but it's as fast 
or faster than its peers. And it is smooth, 
has excellent handling, a good finish and 
pleasant styling. It's a little more expensive 
than most other 350-class bikes, but we 
think its several virtues justify the price. 
The same may not be said for the SI 
250, which has to be considered overpriced 
on the basis of engine performance alone, 
even if it didn't sin in terms of vibration 
and braking. The Yamaha and Suzuki 250s 
may not have the S1’s triple exhaust pipes 
and candied paint, but they'll run circles 
around it while leaving you with a slightly 
fatter wallet. If you've got enough money 
to buy a Kawasaki S1, be a big spender and 
drop the extra $70 they're asking for the 
S2 350. If you don't, you'll hate yourself in 
the morning. © 





MAGNIFICENT 





EIGHT-LOLOR 


ANTIQUE 
CAR CHART 


And that’s putting it 
mildly! 


For two greenbacks you can't 
go wrong with this super- 
great 40" x 30" eight-color 
antique car chart. Even with- 
out a frame (and you can 
frame it if you like) it's about 
the grooviest wall decoration 
you've ever seen. Perfect for 
rumpus room or den, billiard 
room or boudoir, office or— 
what's the difference, put it 
wherever you like—it makes 
a great wall decoration and is 
really super to see. Only two 
bucks — how can you go 
wrong! 


Ziff-Davis Service Division 
595 Broadway 
New York, N. Y. 10012 


Affirmative! Send me... . 
charts at a deuce each. I’m en- 
closing $ CY43 





Print Name 


Address 





City 





State 


PAYMENT MUST BE ENCLOSED 
WITH ORDER 
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Why pay 510 for a tire, 


you can buy one 








of ours for $20? 


You read us right! Our tires 
cost as much as twice that of other 
tires. But for twice as many 
reasons. 

We like to keep you healthy. 
That’s why Avon developed an 
interlocking tread pattern that 
delivers peak braking torque. 

Then we designed the tread 
pattern to go around the shoulder 
of the tire . . . because motorcycles 


have only two wheels and lean 




















over when they take a turn. 
And because the front and 
back tires have different jobs we 


4 


designed one with a tread for 
steering and one for traction. 

Next we took the bounce out 
of our rubber. It’s called high 


“hysteresis” or cling rubber. It 
actually gives you up to 23% more 
grip on wet roads. 

All these important factors are 
put together in a round tire. We 
mention this because some cycle 
tires are not round. (If you run 
them at high speeds you'll discover 
what we mean!) 

There’s no doubt about it, 
Avon tires cost more because they 
deliver more . . . like peace of mind. 

(A) Avon Speedmaster MKII 
(front). Available in 15 sizes priced 
from $16.85. 

(B) S.M. MKII (rear). Avail- 
able in 17 sizes priced from $17.80. 


All prices are suggested retail and do not include F.E.T. 


Avon Tire Tips 


WHEEL ALIGNMENT: Unless a 
wheel runs exactly true under all con- 
ditions, a “scuffing” action between 
the tread and the road is bound to 
take place, resulting in rapid tread 
wear. Check your tires often for signs 
of “feathering” (see photograph) of 
the tread pattern edge, or see your 
Avon dealer. 


AVON 


CIRCLE NO. 34 ON READER SERVICE PAGE 


































UN moe | 
inside and out 


Know how to tune it... to fix it. . . to rebuild 
it yourself. The TOTAL SERVICE MANUAL for 
your bike will show you how to do everything 
from a minor adjustment to a major overhaul. 


TOTAL SERVICE MANUALS are digests of of- 
ficial factory workshop manuals. Each one is care- 
fully rewritten for use by the do-it-yourself bike 
owner. Clear and easy to follow, yet complete and 
detailed enough even for professional use. You get 
all the important information plus hundreds of the 
best pictures, diagrams, and specification tables. 
TOTAL SERVICE MANUALS 

3603 BSA 2-cyl.—650cc—63-72 .......oooooooooo.. 

3726 BMW—all model 50, 60, 69, 75—55-72 . 

3727 BRIDGESTONE—inc. 50, ‘60, "90 & 125 . ss 
9650 BULTACO—all 125-250cc models ............ 


3728 DUCATI—covers 160, 250 & 350 models 


9614 HARLEY-DAVIDSON 1-cyl—all models—47-72 ...$6.95 
9613 HARLEY-DAVIDSON 2-cyl—all models—55-72 ...$6.95 
9649 HODAKA—90 & 100cc models—64-72 . " 

3788 HONDA 50, 65, 70, 90—all models—64-71 . 
3751 HONDA 125-350 —64.71 ............. 
3752 HONDA Scrambler, Dreom, Superhawk—6 8 
9602 HONDA 4-cyl.—350, 5 
3749 HONDA 450—65-71 T 
3755 HONDA! 180; „u: & assists ae tire itur ia e 


3754 KAWASAKI 1-cyl—90- LU md y 
3791 KAWASAKI 2 & 3-cyl—250-500 
9601 KAWASAKI 3-cyl.—350; 500, 750—69-72 . 


9600 MONTESSA 1-cyl.—125-360cc—65-72 ......... 
3731 NORTON—inc. Atlas, Scrambler, Electra . ...... 


3790 SUZUKI 1-cyl—50-400 T 
3792 SUZUKI 2-cyl—125-500cc—64-72 ............ 


3753 TRIUMPH 500 & 650—63-71 ................ 


3747 YAMAHA 1-cyl models ............... $8 
3748 YAMAHA 1-cyl "Enduro" ............. SERE 
3787 YAMAHA 2-cyl—90-350—64-71 .............. 
BASIC REPAIR GUIDES 
9454 BSAB & M models—343, 348, 499cc—55-67 .. .$2.95 
9455 BSA TWINS—500 & 650cc—1948-62 ......... $2.95 
9458 HONDA TWINS—160, 175, 250, 305, 450—to 68.$2.95 
9533 LAMBRETTA Motorscooter—all models—57-70 . .$2.95 
9460 MATCHLESS—all 350, 500cc singles—55-66 .. .$2.95 
9537 NORTON DOMINATOR TWINS—55-65 $ 
9534 TRIUMPH TWINS—350, 500, 650cc—56-69 ....$2.95 
9465 VESPA Motorscooter—GS & SS models—55-67. .$2.95 
PERFORMANCE TUNING 
3742 MOTORCYCLE CARBURETORS 
3741 MOTORCYCLE ELECTRICAL SYSTEMS . 
1039 MOTORCYCLE TROUBLESHOOTING 
3724 MOTORCYCLE ENGINEERING .... 
Poe SPEED E HOW TO OBTAIN IT . $2. 
3743 RACING & TUNING PRODUCTION MOTORCYCLES. ES 95 
9668 TUNING FOR PERFORMANCE—theory & practice. . 
9653 m yates to sel AN EO maintain ..... 
3739 ITALIAN MOTORCYCLES—all makes imported . 
3746 HINTS & TIPS for motorcyclists ............ 
9421 ALL ABOUT MINIBIKES .............. 
3738 ART OF MOTOCROSS—expert advice . 


FREE service. record- book with ever) SER 
j 2628 Atlantic Ave. 
CARBOOKS,INC. Brooklyn, N. Y. 11207 
Telephone orders (212) 342-0225 ae 
| I:enclose full payment of 
WE Send C.O:D. (U.S.A. only) $1 additional 


WB Charge my 
BankAmericard 


ADD 50c POSTAGE & HANDLING TO ALL-ORDERS 
























































INDICATE BY: NUMBER-THE BOOKS YOU WANT 
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SATISFACTION. GUARANTEED OR YOUR MONEY: BACK 
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TRIUMPH Continued from page 50 


crazy. Still, while the vibration level is 
down from last year, it remains a sore spot 
in a motorcycle that, considering its com- 
petition, cannot really afford too many. 

Another gripe concerns seating position 
and seat comfort. The seat is too hard for a 
freeway cruiser, and the footpegs are too 
high for longer-legged riders and so are the 
handlebars—for any-sized rider. If in truth 
the factory gave the dealers what they 
wanted, then the dealers blew it, and so did 
the factory, because the bars force the rider 
into a too-upright position, and the grips 
are angled in such a manner as to cause 
wrist fatigue. Bless Earl Flanders' heart: he 
sells replacement bars, and they will work 
wonders for the Triumph. 

But, then again, the traditional Triumph 
owner won't mind fitting bars that suit him 
exactly. He doesn't expect that the ma- 
chine will already be tailored to his frame. 
He'll fuss all over the bike to get it right. 
Likewise, he'll fuss to stop the last of the 
little leaks. 

The engine, small oil leaks and vibration 
aside (can you ever put vibration aside?) 
must be viewed as a success. New cams for 
"I3 have done away with much of the fa- 
tiguing racket generated by time-immemo- 
rial's Q-grind. Intakes open 54.5 degrees 
BTDC and close 59.5 degrees ABDC, and 
exhausts open 50.5 degrees BBDC and 
close 28.5 degrees ATDC (measured at 
.020-inch lift), and provide .380-inch lift to 
the intakes and .325-inch to the exhausts 
(as opposed to last year's .343-inch all 
around), sufficient for an abundance of 
torque and passing power, but not so radi- 
cal as to cause problems. Working in con- 
junction with the positive but rather stiff 
five-speeder permits the engine any num- 
ber of performance characteristics—which 
is what you'd expect when a flexible engine 
is coupled to a transmission with that 
many gears. We have no quarrels with the 
drive-line from a performance point of 
view; the engine, in fact, could just as suc- 
cessfully be matched to a four-speeder, and 
anyone selecting the single-carb Tiger over 
the twin-carb Bonneville for reasons of 
cost, maintenance, or mileage could not 
reasonably expect more performance than 
the TR7RV delivers. 

Miscellaneous notes: handlebars except- 
ed, the Tiger looks great; it has just enough 
polished alloy, just enough chrome, and 
just enough restraint on the fuel tank de- 
sign to keep it yards ahead of the Japanese; 
the drain plug, in the middle of the plate at 
the bottom of the frame's oil-carrying 
backbone tube, was hanging by a thread 
when we caught it. One of those British 
fiber washers, which keeps you from tight- 
ening the plug with as much resolve as you 
would like, was the culprit. Had the plug 
come loose the engine's oil supply would 
have been deposited right in front of the 
rear tire. If it had fallen out at the wrong 
time the rider would have been in for a 


nasty surprise; had it fallen out at the right 
timé the engine would have been in for a 
nasty surprise. You still need a special tool 
to check the engine oil supply. New pas- 
senger pegs are supplied with enough ten- 
sion to keep them folded up when not in 
use. The blade-type switches are as atro- 
cious this year as they were last (probably 
because they're the same switches); one of 
the four thumb buttons doesn't do any- 
thing. The parking position on the head- 
light switch can be activated whether the 
key is in the ignition or not, which means 
that anybody can turn on the taillight and 
run down the battery, even if he's just a 
nosey kid walking down the sidewalk. The 
Amal Concentric, that black-souled inven- 
tion of the Devil, still occasionally causes 
the bike to cough and stall when it should 
be idling, a characteristic common to every 
single Triumph that has ever been deliv- 
ered with the Concentric carb—and there 
have been a few of them, the ’centric sur- 
facing for the first time in the mid-Sixties. 
The bike is not equipped with a chain oiler, 
which won't bother the old-timers but 
might surprise some enthusiasts fresh to 
the wonders of British machinery. The in- 
struments are spread apart rather more 
than we would like, and nighttime instru- 
ment illumination is dreary at best. Transi- 
tion off idle is a bit abrupt and makes the 
bike snatchy to ride at ultra-low speeds. 
The new, and expensive, fork seals work 
exceedingly well, as do seals protecting the 
steering head bearings. 1973's new, slightly 
upswept mufflers look great and control 
exhaust noise down to 86 dB(A), a big im- 
provement over last year; the header pipes 
discolored at and below their junctions 
with the balance-tube; and the speedome- 
ter is pessimistic (60 mph indicated equals 
62.67 mph actual). 

Which leaves us. . . where? With a mo- 
torcycle powered by a solid-performing en- 
gine that vibrates too much connected to a 
frame and suspension components that 
provide razor-edge handling and not too 
much comfort, the entire issue brought to 
a halt by a beautifully balanced pair of 
brakes. It's great looking, careful with gas 
and a touch sloppy with oil, and it weighs 
20 pounds less than a Norton, 100 pounds 
less than a Honda CB-750 and 120 pounds 
less than a Kawasaki 903. It's a whooping 
mountain darter, but punishing to the rider 
as a freeway cruiser. It would not make a 
good Honda, and it would not make a 
good Suzuki, but it makes a great Tri- 
umph—probably the best one in four 
years. People who have become used to the 
comforting nuances of the Orient might 
think it crude, and they’d be right. People 
who have become used to the more subtle 
nuances (like handling you can bet your 
life on) of Britain, as well as that country’s 
rather harsh demands that you overlook 
this and that, will think it an utter success, 
and they'd be right. If it were as smooth as 
a Ducati it might have more broad appeal. 

But it isn’t, and it doesn’t. 

CYCLE 


[Dont waste time with less powerful 
stylers,get Schick's Styling Dryer] 


This guy starts with a lot of wet 
hair. So do you, probably. 

Now, if you havea low-power 
styler, what happens? 


If you're in a hurry, your hair 
won't be dry enough to get the 
natural look you want. 


And, even if you have the time, 
using a styler that just drags along 
is pretty ridiculous. 

But, with the extra powerful 
Schick Styling Dryer, you have no 
problem. 

What's more, the extra power 
combines with the brushing—to 
give your hair a fuller, more natural 
look. Soft. But with real body. 


The guy here has it. And he got 
it fast, even with his longer hair. 


New Control Spray that 
! doesn't stiffen hair. 
< Don't ruin the whole natural 
thing with a stiff spray. 
Get Schick's new Dry Styler. 
It has protein. Protein is 
the real key here. It helps 
give you that good con- 
trol, without giving you that 
; of stiff, strawhead look. 
: Y i: | CIRCLE NO. 56 ON READER SERVICE PAGE 
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Who says you cant 
beat leather? 


Rooster Tails are competitive- at half the price 


It’s about time there is a product 
with the protection of leather priced like 
Rooster Tails. The first really new cyclewear 
to come along in years is here. Protection 
never looked so good, never felt so right. 
Rooster Tail jackets and pants are styled in 
bold solid colors with padding at the elbows, 
knees and hips. Toughness and durability 
have been lab-tested proving a resistance to 
abrasion the equal of any natural material. 
Rooster Tails are destined to kick up a lot of 
excitement off the road, on the road, wher- 


ever you see cyclists. 


You'll find a big size range for 


ALABAMA 
Far South Movement ........ Montgomery 
CALIFORNIA 
Malcom Smith's K&N Mtcyls....Riverside 
JOO Baber samc = aterers amna e irat e Vallejo 
Joe BADET sz: sera wenn a a Napa 
Racecratiors: 22.562 3939 un Los Angeles 
CONNECTICUT 
JNO. Motors: ING., meee sarsan rasan Groton 
Manchester Sport Center ....Manchester 
Libby's Sales and Service..... New Haven 
FLORIDA 
SUZUKI Gycle CHY i. ince dened Clearwater 
Ram Motorcycle 
Accessories ........ Fort Walton Beach 
Reid's Kawasaki ........... Jacksonville 
Cyclesport moscas 0m so ee Melbourne 
Yamaha Dade Jr. sn +s ies toma Y vis Miami 
EIS, RAWASART «ues senti ins ge Orlando 
Palm Beach Kawasaki..West Palm Beach 
ILLINOIS 


Sport Village. «ass oes s Downers Grove 
Ted Alber Service Center ......Freeport 
Pro Sport Center ........ . Palatine 








INDIANA 
Phillips Motors Inc. .. «es Anderson 
England Cycle Sales ........ Indianapolis 
Kawasaki of Indianapolis ...Indianapolis 
Recreation Unlimited ........... Kokomo 
Honda of Michiana .......... South Bend 
Mint Honda: 2 crohene'e aoa tton South Bend 
IOWA 
Mathews Honda ............ Des Moines 
KANSAS 
Overseas Motosport .......... Manhattan 
Bill Nichols Honda iesst sus seat Wichita 
Nichols: Kawasaki «een Wichita 
KENTUCKY ^ 
Nickens Honda «s ss. 504 mee Lexington 
Suzuki of Radelift au. se mes ms Radcliff 
LOUSIANA 
Motorcycles Inc. ... . Lafayette 
Earl's Engine Service ...........: Monroe 
Gyole: Stop INCH ua canes ect New Orleans 
MAINE 
The Bike Barn «2: Scarborough 
MARYLAND " 
Pete's Cycle Co. . cima eec 25% Baltimore 


men, women and youth. Rooster Tail pants 
— padded hips and knees, zippered legs, 
stretch nylon lining, flap pocket, elastic and 
belted waist . . . $29.95. Rooster Tail Jacket 
—snap neck, zipper sleeves, padded elbows, 
flap and vertical slash pockets, stretch 
nylon lining... $29.95. 

Rooster Tails are waiting for you 
... in all colors, in all sizes, in stock at your 
Wheels of Man dealer. That's where you'll 
find leathers and rainwear, touring suits and 
competition clothing, cycle luggage and all 


the riding accessories you want to get the 


Pete's Cycl6 G0: cus une nem ss Bel Air 

Pete's Cycle Co. .......... Severna Park 

Honda/ Hagerstown ......... Hagerstown 

MASSACHUSETTS 

Boston Cycles; irra aram n rra a: ecc Boston 

Myers Motorcycle Mart ...... Springfield 

The Teala Inc: se ae: sms so Westport 

MICHIGAN 

Gar's Sport Center ........ Grand Rapids 

Motion nO. mus amass a cena Madison Heights 

FEDER: (GVCIG: «ceteris saame a eo e Plymouth 

The Honda Shop: «s «m a ores Port Huron 
MINNESOTA 

Machines:of Man... $3 3 4% Hopkins 

Tousley Sport Center .... White Bear Lake 

MISSOURI 

Cycle and Rider Accessories. . Kansas City 

St. Louis Honda s os sean St. Louis 
NEBRASKA 

Bellevue Honda Sales .......... Bellevue 

Jerryco MOEtOIS een m tee dais Lincoln 

NEW HAMPSHIRE 

Nault's House of Wheels ..... Manchester 

NEW JERSEY 


Monmouth Kawasaki ... . -Middletown 






Slegers/Forbes Inc. ..... ...Whippany 
NEW MEXICO 
Alcon's Harley-Davidson ....Albuquerque 
NEW YORK 

Dave Berlew Sales Inc. ........ Cortland 
Campus Motors Inc. ......... Centereach 
Dutchess Recreational 

Vehicles asus: es 4 qu Poughkeepsie 
Gordon: SUZUKI: sa sasea sun a a apes Syracuse 
Paull J. tianatini [TION mie mes 5n cn Endicott 
Honda of Mineola «cs wer men Mineola 
Honda ‘of Phoenix ar = esras areas a Phoenix 
Honda Village scs = verme sme Niagara Falls 
Howard's Cycle Shop ...... Ballston Lake 
Sack's Auto Supply Inc. ....... Coxsackie 

NORTH CAROLINA 

Gycle: Eily m. sans cone sss Fayetteville 
See your Wheels of Man dealer now...or 


send 25 cents for full colo. catalog. Wheels 
of Man Inc., 16622 W. Rogers Dr., New 
Berlin, Wis. 53151, 


most enjoyment out of cycling. 










Cycle Gear ....Charlotte 
Kawasaki City ...... Greensboro 
Kawasaki of Hickory ... . Hickory 
Northwoods Cycle Cente Jacksonville 
Joe Waters Honda Forest City 






The Cycle Circle . ...Boone 
Yamaha City .... . Charlotte 
OHIO 
Rubini Motors. sesu o asia eot e Toledo 
Roushonda «ds » osea s quam s Westerville 
Suzuki of Cincinnati .......... Cincinnati 

The Sports 

Center «u... eu Washington Court House 

OKLAHOMA 
Jan De Bour South ess rass cassa Tulsa 
Northwest Cycles Ltd. ............. Enid 
PENNSYLVANIA 
Alvin's Honda Sales... «0 qus Windber 
Civic Center Sports .......... Pittsburgh 
Cycles International Inc. ....... Glenside 
Krause: Honda: si s asas at ioa rene Emmaus 
Leisure Time TOYS: +: = aranes sams Corry 
TENNESSEE 
Crowell's House of Honda ...... Nashville 
TEXAS 
Coastal Motor Sports ..... Corpus Christi 
Cycle! Worldk saae seins a tms vn San Antonio 
Honda of Odessa ses ann a cocaine Odessa 
Kawasaki (City; == cise + curia a mamma aa Irving 
Kent's ¡Honda +: gare: sans ters ems Abilene 
Spinnin Wheels ss 24 Y ay Amarillo 
Spring Branch Honda ........... Houston 
Stovall's Yamaha Country ....... Lubbock 
VIRGINIA 

Cycles: ME. esce .Arlington 
Gio's Cycle Sales ..... ..Roanoke 
Honda of Virginia Beach inia Beach 
Honda World ........ ....Richmond 





Jarman's Sport Cycles Charlottesville 





WASHINGTON 
Vancouver Suzuki ............ Vancouver 
WEST VIRGINIA 
Young's [gs <a ice tro e ad Charleston 
WISCONSIN 
Don and Roy's: su sus. suiras SS New Berlin 
King; Products. «s asese = sw . Milwaukee 
Mike's Cycle Shop ............ Menasha 
Freedom Wheels .......... Oconomowoc 


wheels of man ($3) cydings new look 
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hy did your father build the 
bike?” we asked Steve 
Knight while examining a playbike so im- 
maculate, expensive and clean that it was 
almost too good to ride in the dirt. 

“He has the money to afford it and | 
doesn’t get much of a charge out of it sit- | 
ting in the bank,” said Steve quickly. | 

“Ah ha,” said we with knowing grins, | 
"here's a man who practices the finest | 
hedge against inflation there is-spending!" | 

Arlen Knight, 42, of Santa Barbara, Cal- | 
ifornia, operates deep-steam carpet clean- | 
ing franchises all across the United States, | 

| 


and rides motorcycles. After giving up 

bikes late in the fifties, his two sons talked | 
hi3 irto riding the Baja 500 course on | 
Yamahas back in 1969 and that got him | 
started again. He bought a 360 Yamaha | 
RT1 in 1970, experimented with various | 
modifications and then decided to go all- | 
out and transform the bike into a machine | 
which would fit his size and riding style | 
exactly. This is the result, and only the | 
motor and clutch lever from the original | 
Yamaha remain. | 

Ron Byrd of Economy Cycle in Santa 
Barbara was commissioned to do most of | 
the special fabrication, advice-giving and | 
assembly, and he worked in constant con- 
sultation with Knight for four months. 
Byrd's shop is a repair center which spe- | 
cializes in “speed design,” custom work 
and accessory manufacturing. Byrd is a 
professional flat-track racer besides. 

Knight and Byrd both have great faith 
in the engine but ended up replacing every- | 
thing else to save weight and improve per- 
formance. So it’s a little difficult to know | 
whether to call the machine a Yamaha | 
special or a special powered by Yamaha. | 
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ven the engine did not survive un- 
touched. Byrd filled the cylinderhead 
with heliarc weld and reshaped the com- 
bustion chamber in a lathe to alter the 
squish band for about half-a-point more 
compression and cleaner fuel burning. A 
bit more peak power was gained without 
losing torque by raising the exhaust port 
2mm and dropping the intake port 2mm. 
Then the piston had to be cut to match 
timing with the new ports. To fit a Krober 
electronic ignition, Byrd had to remove 
the crankshaft to accept the Krober unit 
and pack the stock flywheels with weights 
to compensate for the loss of flywheel 
effect from the original magneto. Then 
the crank was completely rebalanced and 
mounted in Van Norman Precision 7 main 
bearings which Byrd believes reduce vibra- 
tion and extend life. Further modifications 
are straight-cut primary gears replacing 
helical gears and a K&N pleated paper air 
cleaner on the stock Mikuni carburetor. 
But one of Byrd’s most trusted longevity 
secrets is Everlube dry-film lubricant plat- 
ing which coats every moving part in the 
engine. Everlube is the trade name for a 
process of bonding a film of molybdenum 
disulfide to metal surfaces to aid their lu- 
brication and wear properties. Every gear, 
shaft, journal and bushing in the engine 
has received the treatment through long- 
time motorcycle tuner Bob Gorsuch of Ex- 
cello Plating in Los Angeles. To finish off 
the hop-up job on the RT1, Byrd designed, 
built, dyno-tested and fitted one of his own 
expansion chambers and tipped it with a 
Skyway spark-arrester/muffler combo, 
Running gear to contain the new power 
is an amalgam of readily available proprie- 
tary accessories. Trackmaster markets the 
nickel-plated chrome-moly frame with 
Tungsten Inert Gas welding and 30-degree 
head angle, along with related hardware 
such as footpegs, axle adjusters, steering 
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head bearings, etc. This is Trackmaster’s 
motocross design as opposed to their oval- 
track racing frame. A Ceriani steering 
damper, triple crown and front fork as- 
sembly fitted with especially stiff springs 
(Arlen Knight’s preference) comprise the 
front suspension while Curnutt shocks 
custom-built to Knight’s 160-pound weight 
handle rear-end loadings. Aluminum alloy 
Akront rims laced to Barnes hubs with 
8-gauge Buchanan spokes support a 3.50 
x 21 Chen Shin knobby up front and a 
giant 4.50 x 18 Nitto dirt magnet in back. 
Both of these superb tires contribute 
greatly to this or any playbike’s handling. 

They also help braking on this bike be- 
cause their large footprint is needed to 
fully take advantage of double-disc stop- 
ping power. Every no-holds-barred, off- 
road showbike must sport unique braking, 
so Knight fitted Hurst-Airheart discs and 
calipers to his. They are attractive and ex- 
tremely efficient except for the vulnerabil- 
ity of the handlebar master cylinder which 
is activated directly by the front brake 
lever, one of the most susceptible items to 
damage even in easy falls. Ron Byrd is 
going to relocate the master cylinder be- 
hind the number plate. 

Other chassis components are Monarch 
unbreakable plastic fenders mounted on 
12 hours-worth of hand made brackets, 
really neat smooth-rubber grips from 
Monarch, a pair of Torsten Hallman tita- 
nium handlebars, a Webco quick throttle, 
custom chrome-moly axles and a skid plate 
built from scratch by Arlen Knight. He 
also polished all the engine cases and Ron 
Byrd’s stylish motor mounts on huge in- 
dustrial buffers used in building his rug 
cleaning machinery. Two more body- 
adapting touches by Knight were to fit an 
R5 Yamaha kickstarter which doesn’t in- 
terfere with his leg as the stocker did, and 
to switch the shift lever to right-side opera- 


tion so it would be compatible with the 
Sportster he rides on the street. 

No one can disagree that the bike gets 
much of its flowing good looks from the 
blue and silver-blue tank/seat combina- 
tion. But it looked bulky and thick the way 
it came from The Fiberglass Works be- 
cause it was designed for a stock Yamaha 
without the slim symmetry of this ma- 
chine. So Byrd proceeded to section the 
whole unit, restructure some of the tail- 
piece angles, install new petcocks so there 
would be a sizable reserve, and add mount- 
ings to fit the Trackmaster frame. It was 
the toughest job on the whole bike, but it 
makes the machine a total success in styl- 
ing. A talented young friend of Arlen 
Knight named Mark Gambetta designed 
and executed the paint scheme after Knight 
handed him the tank/seat combo with a 
casual bit of carte blanche: “Do whatever 
you think is best.” Two days later the job 
was done. Mark Gambetta is 14 years old. 

Arlen Knight then owned a 236-pound, 
$3,500 dirt showbike that out-powers, out- 
handles and most certainly out-looks any- 
thing that shows up in the Ballinger Can- 
yon area where he goes riding. Knight uses 
the bike on regular family outings to the 
hills and doesn’t let its value and pristine 
finish prevent him from barreling through 
deep mud or any other obstacle that might 
entice his fancy. It definitely doesn’t sit at 
home on his mantle. 

In fact he’s planning to take it on an- 
other jaunt down the Baja California Pen- 
ninsula, this time along the Mexican 1000 
course. He and his sons will carry camping 
gear and much of their own food. 

As if all this isn’t enough, Knight is in- 
tending to give the same custom treatment 
to Yamaha’s giant new 500cc motocrosser 
as soon as they are available. That one 
will be the absolute-ultimate, off-road 
hedge-hopper. © 
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The 1973 Triumph 


ET, 
9” Hurricane X-75 (TRX75) 


The 1973 Triumph 
Trident 750 ( T150V ) 


The 1973 Triumph 


En: Lm. The 1973 Triumph 
PUE Tiger 750 ( TR7RV) 


The 1973 Triumph 
Daytona ( T100R ) 


The 1973 Triumph 
Trophy Trail ( TR5T ) 


Bonneville 750 ( T140V ) 


Because 
only a few 
can be 
considered 
experts. 


People who take 
motorcycles seriously can 
be divided into two groups. 
The enthusiasts and the 
experts. 

Most riders fall into the 
category of enthusiasts. They 
love motorcycles. They're 
knowledgeable about 
machines and they're usually 
good riders. 

The expert is something 
more. Something special. 
Through his experience he 
has learned the difference 
between a good motorcycle 
and a great one. 

He can feel even subtle 
differences in handling that 
the average enthusiast 
wouldn't notice. 

To the expert, these subtle 
differences make all the 
difference in the world. 

For over 70 years, 
we ve made motorcycles for 
that one man in the crowd 
who really knows. 

And in 1973 we make 
them even better. 

We make the Triumph. 


A whole different feeling. 
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A ball 


with no chain. 


The way we see it, your motorcycle 
should give you pleasure, not problems. 
And so we construct our BMW’s not just to 
be good, but to be the best-built motor- 
cycles in the world. 

Which is why a BMW has a drive-shaft, 
instead of the chain you find in ordinary 
machines. Chains stretch, so.that they need 
constant adjustment, and they can also 
break. What's more, they keep you and 
your bike splattered with oil, and who needs 
that? 

Instead, every BMW is built with.a shaft, 
just like an automobile. We build our shaft 
of immensely strong, one-piece, high-ten- 
sile steel. It runs cool, clean,and quiet, com- 
pletely enclosed in a sealed oil bath within 


the right rear swing arm. No mess, no both- . 


er, just thousands of miles of trouble-free 
power transmission. 

What else sets a BMW apart? Many 
things, every one of them a technical ad- 
vance over lesser motorcycles. 

For example, our distinctive flat-twin en- 
gine. Its crankshaft turns on the same geo- 
metric plane as the drive-shaft rotates, so 
no power is wasted. The heads are exposed 
to the wind as you ride, for cooler running. 

Another advantage of this layout is that 
it lowers the center of gravity, so that your 
BMW will corner better, and give you 


greater maneuverability. 

Still another is that in our design, both 
pistons always move simultaneously. Both 
in, and both out. This helps to neutralize 
the forces that cause vibration. As a result, 
your BMW runs smoother than other bikes, 
soyou can ride longer withoutgettingtired. 

Another thing that many people don't 
realize is that our R75 is among the very 
lightest in its displacement class. It weighs 
ony 420 pounds, which is why it handles so 
well. 

But most important of all is that a BMW 
is a BMW. We don’t know any other manu- 
facturer of motorcycles that puts the 
quality into its product that we do. Which 
is why you often hear it said that a BMW is 
the one machine that’s finished even better 
inside than it is out. 

Whether you choose our R 50, R 60 or 
our fabulous R75, if what you want from 
a motorcycle is tremendous fun, and re- 
liability that just won’t quit, then visit your 
BMW dealer. 

And have a ball. 


Free: write for full color 8-page catalog No.cc4 
Butler & Smith, Inc. Sole U.S. Importer. East: Box 
H, Norwood, N.J. 07648. West: 135 East Stanley 
Street, Compton, California 90220. Canada: BMW 
Motorcycle Distributors, Willowdale (Toronto) Ont. 


Bavarian Motor Works 


50 years of building the world’s finest motorcycles. 
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IN FACE SHIELDS 
ONE NAME 
STANDS OUT 
ABOVE 
ALL THE 








Compare a 
Paulson with any 
other shield. The clarity 
and quality of the Paulson will 
stand out every time. If you want 
the best — insist on a Paulson! 


En. 
Y 

Vista Visor 
and Shield 









Bubble Shield 





Comp Shield 


PAULSON 


MANUFACTURING CORP. 
FALLBROOK, CALIF. 92028 
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ROKON Continued from page 57 


the aluminum housing allows one to in- 
stantly drain any accumulated sand or wa- 
ter from the housing. During really wet 
and muddy going, the filter tends to clog 
rather quickly. An auxiliary pre-filter was 
developed during preparation for the Berk- 
shire Trial and will be an option for the 
bike. The filter housing bolts directly to 
the rear of the carburetor. 

A flat-sided (rectangular-section) ex- 
haust system is fabricated by Rokon for 
the Sachs engine. Prototype round systems 
were quieter, but caused too much leg in- 
terference to the rider. Noise is a problem 
for the RT 340. If you hold your fingers 
about an inch away from the sides of the 
exhaust chamber, you can feel the shock 
waves. All of the cylinder and head fins are 
free-standing: they are able to vibrate at 
will and amplify noise from the aluminum 
engine. Many engines have connecting 
dampers cast between the fins or plastic 
bumpers forced into hold sockets to pre- 
vent the fins from resonating. 

Even measuring the noise is a problem 
with the Rokon, for none of the standards 
established by the SAE, the state law en- 
forcement agencies, or the American Mo- 
torcycle Association were developed with 
consideration for bikes having a continual- 
ly variable drive ratio. A motorcycle pro- 
duces maximum noise at peak torque and 
the Salsbury system keeps the engine oper- 
ating at nearly peak torque, when the 
throttle is open, for the entire length of the 
noise measuring course. Normal bikes are 
allowed to begin the measurement at a rel- 
atively low engine speed and they reach 
peak torque very near the end, if at all. 
Sound emission limits for off-road bikes 
are going to get progressively more strin- 
gent. The Rokon is going to require a more 
effective muffler and engine sound damp- 
ing very soon. Using the CHP standard, 
the RT 340 registered 90 dB(A) on our 
General Radio meter. 

What first appears to be a very conven- 
tional double-loop frame forms the basis 
for the chassis. Between the cradle tubes 
under the engine, however, is a most unor- 
thodox structure. A group of welded */,,- 
inch steel plates form a built-in skid plate 
which rises to form a rectangular box in 
the middle four inches. The top of the box 
is 16 inches long and forms the mounting 
platform for the engine and reduction 
drive. Some six inches of the front of the 
box are tilted down from the horizontal to 
give the engine its forward lean. 

The frame cradle tubes and rear suspen- 
sion strut tubes, all connect to a massive 
2.5-inch diameter backbone tube. With the 
steering head welded to the front of the 
backbone, all of the rear wheel loads feed 
into the rear of this incredibly stiff tube, 
chassis flex is minimal. 

Construction of the frame could be de- 
scribed as simplistic beauty. Like all me- 
chanical things of that nature, it didn't get 
that way by accident. An awful lot of 





BIG DADDY RAT says: 
“Wear Your Colors” 
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357-x — 305-X | 
RTS... $4.50 ea. 
|| with high crew neck band and breast 
pocket - 10094 cotton. Sizes S-M-L-XL 
Colors: Navy - Yellow - Light Blue - Gold | 
Lavender - Light Green - Peacock Blue. 
| Design on both sides add... . $1.00 i 
i Give 2nd and 3rd color choices A ü 
FREE Brochure send "N= 
25c PP & Hdlg. Chrome $4.50 
) 801 Main St. - CC 
RAT S HOLE Daytona Bch, Fla. 
Orders Under $10.00 Add 50c For Postage 
duis" Europe's 
No.1 cycle shop 
! If you're coming to Europe, 
save time and money at 
Europe's No.1 Cycle 
Shop. We'll give you friendly, 
ŽA helpful sales and service — 
1 and save you dollars. 
+ No.1 FOR GREATER 
“4 CHOICE 
35 Because we buy in bigger 
quantities and sell more 
cycles than the others, we can 
give you a bigger choice. 
NO. 1 FOR AFTER 
SALES SERVICE 
We're geared up to prepare 
and service your cycle 
(and its extras) quickly and 
efficiently. 
No.1 FOR HELPFUL 
ADVICE 
We've sold by Personal Export 
longer than our competitors, 
so we've learned by experience 
how to make your European 
tour easier and more 
enjoyable. Just write, and we'll show you 
why it's best to deal with No.1. 

ELITE MOTORS (TOOTING) LTD. 
844-965, Garratt Lane, Tooting Broadway 
London SW17 OLP, England. 

Telephone: 01-672 1200 (20 lines) 
Agents for: BSA Triumph Norton Honda 
Yamaha Suzuki BMW Rickman Kawasaki 
CYCLE 
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Enduro offers quick response and exciting performance compared with some of the best machines in its class at a suggested retail price lower than you think. 


Check these features found on the most expensive machines and hurry to your local Premier dealer for a test ride today. 


e Five-speed, constant mesh transmission. e Complete street legal lighting. 
e Timkin taper bearings. e Maximum travel fork and suspension. 
e 21" front wheel. e And much, much more. 


PREMIER MOTOR CORP. 


RAILROAD STREET & PLANT ROAD, HASBROUCK HEIGHTS, NEW JERSEY 07604 
SOLE U.S. DISTRIBUTOR 
A BERLINER GROUP MEMBER: NORTON/AJS/DUCATI/MOTO GUZZI/PREMIER MOTORCYCLES & METZELER TIRES 
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MN ... à motorcycle 
timing gage that makes 
accurate tuning easy. 


Y "ex 
Sar Y 
#278 in position on 
center cylinder of 
Suzuki 380 


METRIC READING 

RANGE 5.0 MM 

4218 1 

MOTORCYCLE TIMING GAGE 
This new timing gage by 
Central Tool is compact 
and easy to use, allowing 
precision timing without 
removing fuel tanks. 
Packaged complete in fitted steel 
case with 14 MM adaptor which 
allows indicator to be moved when 
in position on engine. 


Sold through motorcycle dealers 
and distributors. 

















Write for free 
catalog. 





AUDIO-VISUAL X 
TIMING TESTER 
Tester signals by either light or buzzer when 
points open in setting timing. 





/ 


TOOL COMPANY, INC. 
Cranston, Rhode Island 02910 
In Canada: J.C. ADAMS CO. LTD. 
ORANGEVILLE, ONTARIO 
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thoughtful development has produced a 
structurally stiff frame that is as low as 
possible and still has adequate ground 
clearance, is as compact as possible and 
still allows the head and cylinder to be re- 
moved with the engine in place, and pro- 
vides maximum protection to as many 
components as possible. The tubing bends 
are simple and the gussets used to reinforce 
the joints are cut from flat sheets of stock. 
A metallic-inert gas system was used to 
weld the pieces together and the man who 
wielded the fancy tool was a master of his 
trade. Enough rod was fed into each weld 
to form a classic bulging fillet. All materi- 
als used in the frame are SAE #1025 steel, 
a mild-classed steel which does not require 
stress relieving after being welded proper- 
ly. The backbone tube fastens to the steer- 
ing head as low as possible to minimize 
fuel tank bulkiness and combine with the 
forward-canted engine to keep saddle 
height and the center of gravity low. 

Special Betor forks are mounted to the 
steering head with tapered roller bearings. 
This type bearing is much less susceptible 
to damage from mechanical shock than the 
ball bearing variety, and the rollers can be 
installed with a fair amount of tension in 
their pivot axle to keep end play from de- 
veloping. The older-type triple clamps on 
our pre-production test models will be re- 
placed with wider clamps having double 
bolts, top and bottom, on both sides. We 
had two test bikes: the one with the option- 
al Velcro-seamed fork boots remained oil- 
tight and dry, while the bare-tubed forks 
oozed lubricant continually. 

Two pairs of double U-clamps fasten the 
handlebars very securely via bolts and 
nuts. A pair of rectangular aluminum 
plates separated by rubber shock mounts 
form the enduro instrument panel. The 
German VDO speedometer has a four-dig- 
it trip meter, including a Y,o-mile tumbler, 
which is resettable by a knob on the face. 
The watch holder has additional shock 
padding and a domed magnifying cover. 
Standard equipment also includes a dou- 
ble-roller route sheet holder with its own 
magnifying bezel so that a rider can check 
his odometer readings and route progress 
against real time at a glance. 

Cast aluminum ear-clamps on the fork 
tubes between the triple clamp brackets are 
holders for the General Electric sealed- 
beam headlight which has two beam posi- 
tions. A toggle switch atop the headlight 
shell selects off, high, or low positions. 
Power for the lights is rectified and regu- 
lated by a solid state device mounted in the 
engine housing above the magneto. Light- 
ing is excellent and hard to break. 

Throttle action is moderately quick; it 
takes 75 degrees of wrist twist to open the 
cast aluminum Magura grip. A little door 
swings up on the base of the grip to allow 
quick changing of the throttle cable. The 
cable is a very special one which has a stiff 
round-wire outer housing and an aircraft- 
type fine-braided inner cable. But if a rider 
were to snag a cable on a tree limb, he 





IF YOU'RE 

INTO BIKES, 

YOU SHOULD 
BE INTO 


AMA NEWS is the fastest 
growing monthly magazine in 
the industry, because it's not 
like any other monthly. 

There are touring stories and 
race reports, reviews and edi- 
torials, reports on legislation, 
land use, ecology, education, 
and safety. Each month the of- 
ficial events calendar lists every 
AMA sanctioned event in the 
U.S. Four times a year AMA 
NEWS reports points standings 
for amateur national champion- 
ship competition. 

Through AMA NEWS you can 
stay abreast of the association 
that supports motorcycling. If 
you are not a member, join now 
and subscribe to AMA NEWS. 


[] Please enter my subscription to 
AMA NEWS. 12 Issues— 


$3.00 


O Please send a Sample Copy 
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NON-DISPLAY CLASSIFIED: COMMERCIAL 
RATE: For firms or individuals offering commer- 
cial products or services. $1.25 per word (includ- 
ing name and address). Minimum order $12.50. 
Payment must accompany copy except when ads 
are placed by accredited advertising agencies. 
Frequency discount: 5% for 6 months; 10% for 12 
months paid in advance. READER RATE: For 
individuals with a personal item to buy or sell. 90 
cents per word (including name and address). NO 
MINIMUM! Payment must accompany copy. 
DISPLAY CLASSIFIED: One inch by one column, 
$60.00; Two inches by one column, $120.00; Three 
inches by one column, $180.00. Column width 2- 
1/4". Advertiser to supply film positives. Please 
write or phone for frequency rates. 


GENERAL INFORMATION: First word in all non-display classified ads set in bold caps at no extra charge. ALL copy subject to publisher's approval. All 
advertisers using Post Office Boxes in their addresses MUST supply publisher with permanent address and telephone number before ad can be run. Closing 
Date: 3rd of the 2nd month preceding cover date (for example. March issue closes January 3rd). Send order and remittance to Hal Cymes, CYCLE, One Park 


Avenue. New York, 10016. 





FOR SALE 





BULTACO 


BULTACO OF ROCKLAND. East coast's largest. All 
models available. We'll ship anywhere. Mail order parts 
and machinery. Releases installed, cylinder boring and 
crank rebuilding. Open seven days. P.O. Box 46, Route 17, 
Sloatsburg, New York 10974. 


NORTON 


NORTON! Clearing Interstates $1495.00; Combat Road- 
sters $1450.00; factory crated. U.S. Inquiries. Chariot 
Cycle, Box 3534, Station "B", Winnipeg. Canada R2W3R4. 
204-582-6123. Canadians: Add $100.00. 


MISCELLANEOUS 


EASTERN CYCLE SALVAGE—Used motorcycles, parts 
bought and sold. 87 Park Street, Beverly, Mass. 01915. 
(617) 922-3707. 


OVERSEAS now or soon? Buy new foreign cars and motor- 
cycles at low factory prices, delivery Europe or USA. Send 
$1. for catalogue. Europacar International, Box 360, Ports- 
mouth, NH 03802. (Stateside Delivery orders must originate 
while overseas.) 


SUNBEAM shaft drive 1947 to 1957, from $200. Shipping 
$115 approximately. Send for sale cycles. road tests. 
spares list, $2.50 airmail. Stewart's Bective Road, London 
SW152QA, England. 


























ACCESSORIES 





ENGINE OVERHEAT? Moto Fuze will slow down or stop 
engine before overheating damage can occur. New. 
patented, exclusive product installs easily in seconds. Will 
not interfere with engine operation unless overheating 
starts. Ideal protection for snowmobiles. outboard motors. 
lawn mowers, motorcycles. chain saws, mini bikes—most 
internal combustion engines. $4.95 postpaid. Satisfaction 
guaranteed. Free brochure or give motor specifications 
with order. Moto Fuze. Havir Mfg. Co.. 930 Duluth Street. 
St. Paul. Minn. 55106. 


BIKE-JACK. Stop lifting! Save your back. Order plans 
today. Only $3.00. Bert G. Dorman, 16 Academy St., 
Newark, Delaware 19711. 


EMERGENCY REPAIR KIT FOR MOTORCYCLES! Don't 
get stuck...STRAND-AID fixes breakdowns! Compact- 
clamps anywhere. Complete with TROUBLESHOOTING 
MANUAL! Send $11.95: Woodsend Manufacturing. Dept. 
B-43, 21 Woodsend Lane. Hartsdale, N.Y. 10530. 
GUARANTEED! 


APRIL 1973 











Camping and Touring Gear 
for Bike Riders. > 
zZ 


z= 
Tents, Sleeping Bags, = _ 
Stoves, Cooksets, 5 
Tools, Apparel, Books, 


Bike Accessories sy. 


PLus... ROAD SYSTEMS 


BIG NEW CATALOG — 25€ 


L7 GREAT OUTDOORS 
ENTERPRISES 
44212 Hollister Av. Santa Barbara, Ca 93110 








O 


ass, 
WAT 
FOO! 


"st xog 'Q'd V. 


70061 "04 'pAMUA)-ujeg 


Someone have an eye on your off, Then it's too late. Designed 

bike? Protect it with o C.A.S. for 12 voit, negative ground 

Micro Alarm. C.A.S. is the loudest, (probably yours) motorcycles 

smallest, most effective motorcycle including Honda, Yamaha, 

alarm on the market. Once Kawasaki, Suzuki, and others. 

installed (3 colorcoded wires, 2 Write for free literature, or order 

bolts) it is NOT VISIBLE, so no factory direct ($19.95 includes 

airmail postaga). At dealers who care. . 


one knows it’s there until it goos 











TW N Y GN S N CURES HARD TO 
N "EU b TURN THROTTLES. 
Applies counteracting torque to the twist grip. 
Fully adjustable spring tension. 


Mounts inside handlebar. 
Easy installation. 












$7.95 ppd. 
or send 10d for literature. 
Dealer inquiries invited. 


CMB MFG. CO. DEPT.A BOX 57, TEMPE, ARIZONA 85281 




















ER MOTOR CROSS PANTS 


Direct From Importer 


$49.95 Plus 
$1.50 Postage and Handling 







Fully lined, inside sewn 
extra thick padding hips 
and knees, and zippered 
rear pocket. Black with 
gold stripe, or black with 
red, white and blue stripe. 
Thousands sold at $79.95. 


CC MOTOR SPORT CTR. 
353 Stevens Street, Hyannis, Mass. 02601 






















FINEST QUALITY LEATHER motorcycle jackets, shirts, 
pants, boots, belts, gloves, vests, helmets, raingear, sad- 
dlebags, tools, accessories. World's lowest prices. Im- 
mediate delivery. Catalog 25 cents. Herm's Leathertogs, 
Dept. C., 701 Northhampton St., Easton. Pa. 18042. 
EMBLEMS embroidered to your own design. Leading 
manufacturer offers custom emblems in any quantity. Send 
sketch for firm quote or write for free Design-An-Emblem 
Guide and literature. A-B Emblem. Box 9695, Weaverville, 
North Carolina 28787. 


r STAY-ON SUNGLASSES" 


m. At last, sunglasses for rough riders. The 
CX ae g! E 











X spring-cable carpieccs keep them on 


zi jy your face. They come with impact- 
\ ¿resistant optical glass lens, triple-braced 
N ^ adjustable metal frame, brow rest, car- 
guarantee. Order now, most orders shipped within 24 hours of receipt. 


State choice of green, yellow, or grey lens. Send only $4.95 for 1 pair, 
$8.95 for 2, or $11.95 for 3. Postpaid. For Air-Mail shipment add .50 
per pair, Foreign orders add .80 per pair. 


HIDALGO SUPPLY CO. Dept. C 


I I! 
1 l 
1 I 
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1 | 
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I tying case, and a 10 day money-back l 
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Dept. 34 Box 294 
Phoenix 85001 
4 (3903 N. 16 St.) 
à LEATHER 
JEANS 
Contour cut. 
Low onthe hips. 
Snug saddle 
seat. Unlined 
Black,Cordovan 
or Saddle Tan. 
Custom Made. 
: Statewaist,hip, 
3 inseam. 52.00 
Plus 1.00 ship- 
: ping ea. order. 


M. of Cycle Wear, 
mm. LEATHERS. 


PARR is 1st 
in RAINSUITS & Dirt Rider 
quilted twill JACKETS & JEANS: 














, RACING SHADES 


'"Pro'" Racers and Drivers look tor these 
high quality features. . .Handcrafted. . . 
Stainless Steel Frames, , Brown Tinted, 
Polished Glass Lenses, . .Hea! Treated 
for impact Resistance. Unconditional money 
Back Guarantee, if not satisfied, Only 


gS $6.95 pr, 2 pr postage P.P. 
Send Check or M 
| ; r 









.O.. two week delivery, 
V.R. CORP, Dept. 91, P.O. BOX 4212, 
COLUMBUS, GEORGIA 31904 








BUSINESS OPPORTUNITIES 





$200.00 Daily in your Mailbox! Your opportunity to do what 
mailorder experts do. Free details. Associates, Box 136- 
CY, Holland, Michigan 49423. 


JAPAN Hong Kong Directory—World products in- 
formation. $1.00 today. Sekai Shogyo Annai, Hillyard, 
Washington 99207. 


FREE SECRET BOOK "2042 Unique, Proven Enterprises.” 
Beat inflation with fabulous, successful "Little Knowns." 
Work home! Haylings-B8, Carlsbad, CA 92008. 


FREE BOOK "999 Successful, Little-Known Businesses." 
Work Home! Plymouth-Q4, Brooklyn, New York 11218. 
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SALESMEN Wanted ... Earn Big Commission Full or Part 
Time. Show America's largest line Low Priced Business 
Printing and Advertising. Specialities Plus calendars in 
season. No experience. No investment. No collections or 
deliveries. On-the-spot commissions. Big Free Sales Kit 
samples hundred items used daily by businessmeh. 
Merchandise bonuses for you. Build profitable repeat 
business. Start now. National Press, Dept. 73F, North 
Chicago, III. 60064. 

MOTORCYCLE ACCESSORY MANUFACTURER: seeks 
independent accessory salesmen for new products. Write 
CSC, Inc., P.O. Box 799, Chelsea Station, New York, N.Y. 
10011. 








CYCLE PUBLICATIONS 





gm em umm uum zum NND NEED ERES GE DD GENE UE RUD 
[| MOTORCYCLE MANUALS N 
Step by step pictures and directions 
make tune-ups and repairs easy for | 
i anyone using these professional manuals. i 
UINEW! Honda 3508:500,4 cyl.........$5.50 
O Honda 750 All models (Clymer)... $5.508 
O Honda Twins 125-160-175-350.... $5.50] 
D Honda Twins All 250-305............. $4.50 
O Honda Singles 50-90 Mini & Trail. $5508 
J Kawasaki Singles,90-350 (Clymer) $5.50] 
Kawasaki Twins & Mach IIl.......... $5.50 
Suzuki Twins (Clymer) » 35.508 
Triumph 500-650 (Clymer)........... $5.50] 
J Harley-Davidson Glide&Sportster. $4.95 
O Motorcycle Trouble Shooting....... $4958 
O Enduro by Thomas Firth Jones.....$2.95ff 
D Sammy Miller on Trials..... $5.95 
Art of Moto-Cross $3.50% 
O NEW! Datsun 240Z Manual .......... $8.00f 
|| Send check or U.S. money order. (No 
C.O.D.s). All prices include postage. 
a (Conn. residents add 7% tax). 
| CHARLES WEBB MOTOR BOOKS A 
1 1242 Stratfield Road, Dept. C4 
Bridgeport, Conn. 06604 | 
Do es es ndi 
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NOW 


HONDA OWNERS!  avaitasce 


COMPLETE STEP BY STEP FULLY ILLUSTRATED TUNE-UP GUIDES 
FOR ALL 1971-1973 HONDAS. THESE MANUALS ARE SPECIALLY 
TAILORED TO EACH INDIVIDUAL MOTORCYCLE IN THE HONDA LINE. 
A FULL SET OF THESE MANUALS COULD ACTUALLY PUT YOU IN ONE 


OF THE FASTEST GROWING PROFESSIONAL FIELDS OF OUR TIME. 
SIMPLY SPECIFY YEAR AND MODEL OF BIKE, ENCLOSE CHECK OR 
MONEY ORDER AND MAIL TO MODERN PRODUCTS, BOX 1501, 
MOTORCYCLE PUBLICATIONS DEPT., DUNCAN, OKLAHOMA 
$2.48 FOR ALL SINGLES — $2.98 FOR ALL TWINS —$3.48 FOR 
ALL FOUR'S. 





EMPLOYMENT INFORMATION 





OVERSEAS JOBS—Now hiring, 103 countries, all occupa- 
tions, high pay. free transportation, tax benefits, latest 
computerized reports—$2.00. TRANSWORLD, 
International Airport, Box 90802-CY. Los Angeles, 
California 90009. 


EXCITING Overseas Jobs—Directory $1.00. Research 
Associates, Box 889-E, Belmont, California 94002. 


OVERSEAS Employment... Australia, Europe, Asia, South 
America! All occupations! $700-$4,000 monthly! Employ- 
ment International, Box 29217-WP, Indianapolis, Indiana 
46229. 


AUSTRALIA WANTS YOU!—NEW ZEALAND. TOO! 50.000 
Jobs! Paid Transportation! 1973 Handbook and Forms. 
$1.00. Austco. Box 3623-CY, Long Beach, Calif. 90803. 














EMPLOYMENT OPPORTUNITIES, 





REPS WANTED—M&M LIMITED— The Chain Belt People, 
are looking for sales Reps in many areas. Our product line 
will expand in '73 and we need capable representatives to 
call on Dealers and Distributors. Send brief resume and list 
of territories covered. M&M Ltd., 7171 Grand, Chicago 
60635. 





EQUIPMENT AND PARTS 





CLOSING OUT. Ballak & Co. New & used parts for old 
American motorcycles. Catalogue, 50 cents. 811 N. 9th. St. 
Louis. MO 63101. 

BMW and NSU Motorcycle complete parts and service 
WEST VALLEY CYCLE SALES, P.O. Box 2068, WINNETKA, 
CALIFORNIA 91306. Mail orders handled promptly. 
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SUZUKI PARTS: Large inventory—Champion Motorcycles, 
840 Main, St. Charles, Illinois 60174. 


BARGAIN Hunters! Discount accessories! Peanut tanks, 
$15.00; fork tubes; sissy bars; many more chopper items! 
Free discount catalogue. Tombstone Cycle, 820 Kildonan 
Drive, Winnipeg 15, Manitoba, Canada, U.S. Inquiries. 


HONDA PARTS you can't find, try Spring Branch Honda, 
9702 Old Katy Road. Dept. C., Houston, Tx. 77055. Pho. 
(713) 464-6205. Give: model year, frame, eng. number. 
Powroll—Dunstall—Yoshimura—Honda Speed Parts. 

















BULTACO 


(201) 899-5495 


PARTS 


BEAVER DAM MAR 


Dam Road, Pt. Pleasant, New Jersey 08746 





YANKEE OSSA 





CYLINDER & CRANK- 
SHAFT REBUILDING 


INE INC., 1668 Beaver 








SAN DIEGO MOTORCYCLE SALVAGE—used parts for all 


makes and models. 2676 Newton Avenue, San Diego, CA 
92113. 


MATCHLESS 500 single parts for sale. Send want/descrip- 
tion. Joe Zager, 212 Laramie, Griffin, GA 30223. 


CYCLE SALVAGE INC. New, Used, Reconditioned 
Motorcycle Parts; 157 Water Street, New Haven, Conn. 
06511. 1-203-624-4315. 











WARDS RIVERSIDE 
MOJAVE (By Benelli) 
PARILLA 

CAPRIOLO 

MV AGUSTA 250 
BIANCHI 

CAPRI SCOOTERS 


PARTS 


World’s largest inventory 
for Italian motorcycles 


Rebuilt Engine Exchanges 


COSMOPOLITAN MOTORS, INC. 
Hatboro, Pa. 19040 
(215) 672-9100 





IF YOU NEED 


PARTS 


WE WILL SHIP 
ANYWHERE IMMEDIATELY. 


eame CYGLE CITY Inc. 


Amityville, N.Y. 11701 
Call 516-842-5771 





1 ORDER FROM: — 

Tee MOTOR SHOP 
352 MOUNTAIN View Av 
OXNARD , CA. 93030 


PARTS 


1 Day Mail Order Service 
NATIONWIDE 


From New England’s Leading BSA Dealer 
NORFOLK Box 81, Rte 1A, 


Norfolk, Mass. 02056 
MOTORCYCLES Call (617) 384-7555 


PARTS 


"ONE DAY MAIL” 
WORLDWIDE 


LATER Twins 














ATEOS 
COMPLETELY NEW 
PARTS— ACCESSORY NEW 80 PAGE CATALOG AVAILABLE 
SEND 60¢ TO COVER MAILING COSTS 
336 Jericho Turnpike, Mineola, New York 11501 
Call (516) 248-5558 


Bars in 8”, 
each clutch, 


Hi-Rise 


10", 12" & 15" rise with 1 


brake and throttle cable, 


$25.00 postpaid. Bikes using more cable 
Handlebars extras are $4,00 each. Triumph, BSA, 
and Cables Honda, Yamaha, BMW, Norton, Suzuki 


& Kawasaki. 


AMAL concentric carbs, 
No Catalog, 


28, 30 & 32 mm $36.00. 


HALL'S MOTORCYCLE SALES 
Dept.C, Box 4103, Alexandria, La. 71301 














KAWASAKI PARTS 


CRANKSHAFT SERVICE 








RACING CRANKS 
SPEED WORK — ALL MAKES 
3 CYLINDER POWER PAK $95 and up 


as designed and built 


for Cliff Carr's 






Kawasaki racer 





by our tuner Kevin Cameron 


Send 254 for information and decal 


arlington 


1040 Mass. Ave., Arlington, Mass. 02174 © (617) 648-1300 




















MOTORCYCLES 


PARTS 


ND 


ACCESSORIES 


man XLCH 


MANUALS PISTONS 


AJs, Matchless: GASKETS LLoy RIMS 
CUSTOM CHROME Cun 7 
è, Usan 5 gu royal Enfield: 
"un y < pane TIR vespa 
uw HONDA 


quM g SPEED EQUIPMENT 
YAMANA 
LUCAS "^vi, 


HARLEY-DAVIDSON Tools 


Send 25¢ today (to cover mailing) for your 
illustrated catalog of all Cycle Supplies, parts 
and accessories available from: 


CALIFORNIA CYCLE SUPPLY 


P.O.Box 159, Dept.O Fairbury, Illinois 61739 





State: HONDA Model No., Year, Frame & Engine Nos. 


DUCATI 


Norton) 


PARTS 


SHOP MANUALS AVAILABLE 


Send $1.00 for complete illustrated catalogue 


listing over 1200 items. 


N.B.C. Motorcycles Import 
P.O. Box 1, Mays Landing, N.J. 08330 
Phone (609) 476-2201 





FORKING BY FRANK 


Fine fork tubes and front 
suspension components--springs, 
collars, crowns, trees, braces, 
fork tube nuts. Reliable fit. 
Reliable delivery. 

FRANK'S 
Maintenance & Engineering 
945-49 Pitner 
Evanston, Illinois 60202 











PARTS WAREHOUSE 


Supplying all your needs for original 
Honda parts 


Also featuring: Custom, Moto-X & Enduro 

accessories. Phone & mail orders sent COD 

incl. frame & engine nos. — Parts nos. if dir. 
Dealer inquiries invited 


CARR'S HONDA CENTER, 6800 N. CLARK ST., 
CHICAGO, ILL. 60626 312-274-7777 





MAIL ORDER SERVICE (C.0.D.) 
QUALITY PARTS, ACCESSORIES, 


MANUALS 


WE SHIP WORLD-WIDE 


HONDA-Extended fork tubes, 
214nch front rims, rear drive 
chain, custom & tune-up parts, 
special sprockets & wheels 


KAWASAKI—Most parts in 
stock, custom parts, competition 
engine work, bolt-on engine con- 
versions, rebuilt cranks & CDI 
units available 


TRIUMPH & BSA—Lucas & 
Amali parts, custom seats & 
frames, drive chains, repair hand- 
books, clutch discs, standard & 
high rise control cables 


Cycle Stop, Inc., Dept. P 
501 S. BERNADOTTE 
NEW ORLEANS, LA. 70119 
PHONE (504) 488-6647 


YAMAHA-21-inch front wheel 
kits, compression releases, 
sprockets, drive chains, Moto-X 
accessories, Preston petty fend- 
ers, plastic tanks 


SUZUKI—21-inch front rims, 
Moto-X accessories, handlebars, 
drive chains, compression re- 
leases 


HARLEY-CORBIN Gentry cus- 
tom seats, frames, hard tails, 
tires, drive chains 


ACCESSORIES in stock—Full 
Bore & Top Gear boots, Bell 
helmets, Wheels of Man clothing, 
Lancer leathers, Litton chain, 
Betor & Koni shocks, Corbin 
Gentry seats & frames, impact 
drivers, wrench sets, racing hel 
mets & goggles, expansion cham 
bers, custom built parts. If you 
have a special problem, we may 
have the answer. 


Many other goodies — Catalog 254 — Orders shipped same day’ 
received. Freight free on orders over $25. APO & FPO add $1 for 
airship. 








CYCLE 








for your 


e 
Big Bore Kits 


Cams and Tuned Pipes 
H.C. Pistons o Stroker Assembly 
FOR ALL POPULAR HONDAS 


Send for our complete catalog [and Bonus 
Offer!], $1.25 cash or money order. Catalog 
excerpt for your specific year and model 

only 50c. Individual questions answered gladly. 


(9 POWROLL 


PERFORMANCE PRODUCTS. INC. 


P.O. Box 1206 A4 
Bend, Oregon 97701 


(503) 382-6395 


RAVESI CAMS 


HORSEPOWER TO WIN! 
Nobody Makes a Faster Cam for: 



















HONDA 
SPORTSTER 
TRIUMPH, etc. 






Write for Literature. 
RAVESI RACING CAMS 


WYMAN RD., BILLERICA, MASS. 01821 
Tel: 617-663-3733 





FITTING EXHAUST SYSTEMS 


Honda- Yamaha-900 Kawasaki 
and others 


After a year of intensive develop- 
ment our weight saving systems are 
available to you. (the street rider). 
Designed to be the best in four criti- 
cal areas. “Performance”, “Styling”, 
“Ground Clearance” and “Price”. 


(State make and model) 
For complete information, write to: 


FITTING PRODUCTS 
Box 434, Brisbane, California 94005 





SIDECAR-ING The Spirit EAGLE Way 


Write to: 
SPIRIT OF AMERICA MFG, CO, 
2619 SANTA MONICA BLVD, 
SANTA MONICA, CA. 90404 
(213) 828-4862 


APRIL 1973 













TRIUMP® 
Rickman, Puch, Maico 


AJS, MX Accessories PA RTS 


Orders Shipped Same Day Received 
TRIUMPH OF HOUSTON 


5802 SW Freeway, Houston, Texas 77027 
Phone: (713) 783-3844 









MUSICAL INSTRUMENTS 





30% DISCOUNT name brand musical instruments. Free 
catalog. Freeport Music, 455-K, Route 110, Melville, N.Y. 
11746. 





RECORDS, HI-FI AND ELECTRONICS 





EUROPEAN TOURING 





BUYING A COMMANDO, under the personal export scheme? 
We are the only OFFICIALLY FACTORY APPOINTED SER- 
VICE CENTRE and sell only Norton. Same day delivery. 
Save your dollars by dealing with the SPECIALISTS with all 
services - SPARES - ACCESSORIES - INSURANCE - FREIGHT- 


ING - the experts in handling your «personal requirements. 
Send for detailed literature showing how to get here from the 
airport etc., and any other information you may require. 


Taylor Matterson, Bedford Hill, London S.W. 12 - Tel.: 01-673-0981 





GOING TOURING EUROPE? Parks of London supply Tri- 
umph, BSA, Suzuki and all accessories, plus real friendly 
personal service. Send now for fully illustrated brochures 
to: Parks of London, 404 High Street, Lewisham, London 
S.E. 13, England. Tel 01-690-4878. 


WHY start your European trip on an island when you can 
do it cheaper on the continent? Many American tourists 
found out that it is cheaper to buy a taxfree bike in 
Rotterdam, Holland than anywhere else in Europe. It saves 
you $$$ in cost-price and travelling money to start your 
motorcycle tour in Rotterdam, the frontdoor of Europe. Are 
you planning a bike-trip? Write to us. We can offer the 
cheapest machines, insurance-coverage on the spot, 
largest accessories stock you ever saw. Of course we have 
also a very attractive buy-back scheme or shipment after 
your trip to any place you want at the lowest costs. Ask for 
details: Het Motorpaleis—Mariniersweg 2, Rotterdam, 
Holland. Official importers for Norton—Yamaha and MZ 
motorcycles. Dealers for Honda—Triumph—Laverda— 
MotoGuzzi—Kawasaki—Benelli. 


STREAMLINE your tour of Europe—Factory appointed 
agents. B.S.A./Triumph/Norton. Huge stocks and best 
terms available. Full details: Streamline Motor Cycles, 523- 
533 Lordship Lane, London, S.E. 22, England. Telephone 
01-693-6024. 


“TOURING EUROPE '73. Big price reductions on Tax-Free 
1973 Triumph/BSA motorcycles to UK visitors. Free 
brochures now! Comerfords, Dept. C, Portsmouth Road, 
Thames Ditton, Surrey, London, England. 








GOVERNMENT SURPLUS 


JEEPS Typically from $53.90...Trucks from $78.40... 
Cars, Automotive Parts, Tools, Boats, Airplanes, Knives, 
Clothing, Sporting, Electronics Equipment. Wide variety, 
condition. 100,000 bid bargains direct from government 
nationwide. Complete Sales directory and surplus cate- 
gories catalog $1.00 (deductible on orders from separate 
included catalog). Surplus Service, Box 820-CY, Holland, 
Michigan 49423. 





INSTRUCTION 





8-TRACK tapes $2.99 each. Boman Astrosonix electronic 
sound systems, speakers, and accessories. Special 
WHOLESALE prices. No obligations—Write for FREE 
INFORMATION! JHS Enterprises, XD1, Point Clear, AL 
36564. 


FREE! 


SPECIAL 
INTEREST 
RECORD 
CATALOG 





Spectacular sound! Stereo testing! 
Background music and sound effects! 
Special Interest Records available 
exclusively from Ziff-Davis. 


Send for your free Record Catalog — 
Ziff-Davis Publishing Co., Dept. 23, 
One Park Ave., New York, N.Y. 10016. 





RESORTS AND TRAVEL 


BT ‘73 


Thrilling mountain roads 
and spectacular scenery 
are waiting for you in 
Colorful Colorado. 





Choose from two different 
and exciting routes. 


Come with us and be free... 
For details write: 


BT BIKE TOURS 


P. O. BOX 18394, DENVER, COLORADO 80218 





MISCELLANEOUS 





easteracycicssiragt inc 
«SUP 
e. USED PARTS 


WR 


All makes and models. Save up to 50% of 
retail. Many early & obsolete British parts 
in stock. Prompt 2 day service. FREE 
CATALOGUE. Write Dept. C, 87 Park St., 
Beverly, Mass. 01915. (617) 922-3707 














IDENTIFICATION Cards, send stamped self-addressed 
envelope for samples. NIPCOF, 727 North Main, Las 
Vegas, Nevada 89101. 








MOTORCYCLE MECHANICS being taught in the Portland, 
Oregon area! Resident and Home-study courses approved 
for qualified Veterans. West Coast Training Service, 
Director of Correspondence, 1125 21st Street, Milwaukie, 
Oregon 97222. 


* ¿Le MOTORCYCLE MECHANICS 


We train Mechanics for the Motorcycle 
Industry. Backed by Years of experience. 





Write today for details. Veterans, be 
sure to inquire about approved courses! 


SERVICE, IMG. out-of-state Dial Toll-Free 1-800-547-7916 


Locally, call 659-5181 





1125 21st Street, Milusukie, Oregon 97222 





INVENTIONS WANTED 


PATENT Searches including maximum speed, full airmail 
report and closest patent copies. Quality searches expertly 
administered with complete secrecy guaranteed. Free In- 
vention Protection Forms and “Patent Information." Write 
Dept. 17, Washington Patent Office Search Bureau, Ben- 
jamin Franklin Substation, P.O. Box 7167, Washington, 
D.C. 20044. 





SLEEP LEARNING. Hypnotic Method, 92% effective. 
Details free. ASR Foundation, Box 7566 EG, Fort Lauder- 
dale, Florida 33304. 


FREE—VALUABLE TREASURE FINDER catalog sent by 
return mail. Find Coins, Rings, Gold, Silver, Metal, Relics, 
Write today, JETCO, Dept. CC, Box 26669, El Paso, Texas 
79926. 


Guide to Earni 


EXTRA INCOME 


A ZIFF-DAVIS PUBLICATION Packed with fresh ideas,. expert 
advice and valuable details on 
money-making ideas — full and 
part-time — -for both. men and 
women. Provides in depth cover- 
age in many important areas of 
income opportunities . . . mail 
order — franchising — vending 
machines — direct selling — 
house parties — 3 big issues 
available—1972 Oct/Nov; 1973 
Jan; 1973 Feb/Mar. 75c each 
plus 25c. per copy for postage 
and handling. SPECIAL PRICE 
FOR ALL THREE—$2 postpaid. 
Order from the ZIFF-DAVIS SERVICE DIVISION 
595 Broadway, New York, N.Y. 10012 
CAEN TIERE ST ZT 
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KONI 


__ makes it big! 


[ HONDA | 





At the National 
Road Races, Enduros, 

Dirt Tracks, Moto-Cross, 
as well asthe nation's 
turnpikes and cow-trails! 


KONI hydraulically adjustable shocks 
are engineered to replace standard 
units when improved road-holding, 
cornering and handling are desired. 


Enjoy cat-like traction, on and off-the- 
road, with “bolt-on” KONI shocks. 
KONIs. give you that extra control, 
stability and comfort at any speed 
over all types of terrain. Only KONI's 
competition tested and proven shocks 
offer a patented adjusting feature, in 
addition to spring pre-load, that per- 
mits the owner of any type of bike a 
"customized" ride. 


For information write 
Box 500, Mt. Pocono, Pa. 18344 





For FREE descriptive KONI brochure, 
application chart and price list, write: 


BIKONI LIMITED 


150 Green Street, Hackensack, New Jersey 07601 
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could replace it in four minutes using only 
a screwdriver. 

Very special fiberglass is used to make 
the fuel tank. Many fiberglass tanks are so 
fragile that they will seep and drip after 
receiving a light rap. The Rokon tank is 
tough and relatively flexible. Ours took 
several stout knocks without cracking. 
Two aluminum fuel valves with push-pull 
action are at the bottom of the tank: one 
can be used as a reserve. The filler cap fits 
a 1'%-inch opening and has a gravity valve 
that closes when the bike falls over or gets 
upside down. Rubber washers and steel 
studs mount the tank in the front and the 
rear of the tank is held down against the 
backbone tube's foam padding by the front 
of the seat. 

A steel bracket slips over a peg to hold 
the front of the seat to the frame and two 


‘bolts fasten the rear to the frame. Three 


full inches of good stiff foam makes the 
seat quite comfortable for cross-country 
runs and the leather-grain vinyl cover gives 
plenty of grip to the seat of leather pants 
and bad weather suits. Total length is 20 
inches and maximum width is a foot. The 
front tapers down, in a natural crotch 
shape, from six inches at the top to eight at 
the bottom. 

Behind the seat an extension to the 
frame tubes forms a platform to mount the 
tool bag and taillight. Tools are carried in 
a high-quality leather bag which has four 
fold-over flaps and two buckling straps to 
keep the contents in and the dirt out. Be- 
sides the complement of good tools which 
come in the kit, the bag is large enough to 
hold a spare chain, throttle cable, and sev- 
eral plugs. 

Providing seven inches of controlled 
movement to the swingarm is a pair of Be- 
tor shock absorbers whose spring pre-load 
adjusters have five positions. Three inches 
of travel are permitted before rubber 
bump-limiters prevent actual bottoming of 
the internal hydraulics. 

A permanent T-bar through the non- 
threaded end of the rear axle catches on 
the swingarm to allow one-tool loosening 
during chain adjustment or wheel removal. 
It's a good feature; the axle nut has a nylon 
locking band to prevent unwanted loosen- 
ing. The chain adjusters are tough, sturdy, 
and positive in action. Double jam nuts 
(/As-inch wrench) on each threaded shank 
create a push-pull adjuster that stays in 
place until you want the chain looser or 
tighter. A stiff heat-treated aluminum 
guard plate screwed to the swingarm keeps 
the chain from hitting against the tire. 

The rear wheel can easily be removed by 
the rider by leaning the bike over against 
its sidestand and withdrawing the axle. 
Only one of the spacers falls in the mud 
during removal; the left-side spacer is held 
captive by the disc caliper strut. The right 
spacer should be sleeve-mounted into ei- 
ther the wheel bearing or the chain adjust- 
er to keep it in place. 

Regular maintenance is simple, straight- 
forward, and very necessary, as it is on all 



















BUY FACTORY-DIRECT..... 
from world's leading manufacturer 


Assembled —ready to present 
Whotesate low, low prices 
Artistic color combinations 
Rush “PDQ” service 
Distinctive designs 
Satisfaction guaranteed 

Write for free catalog 

Trophyland WSH Inc. 


DEPT. C, 7001 W. 20TH AVE., P.O. BOX 4606, HIALEAH, FLA. 33014 


ES 0 y 


and Event 
Figures Available Y A 


DUNSTALL 
NORTON 810 


Hand Built High Performance 
Motor Cycles 


11.9 S.S. Quarter. 107 MPH Terminal, 
from “Motor Cycle” Road Test. 

4 basic models plus a host of options 
allow you to choose your own 
specification. Special Tax Free prices 
under our Personal Export Service. 
Send $1.00 for Dunstall Norton 
catalog and full details. 


Dunstall Performance Equipment 
Our new 50 page Equipment Catalog. 
A must for Honda 750 Norton, 


Triumph and Yamaha 650 owners. 
Send $1.50 to cover airmail postage. 


Paul Dunstall, Well Hall Road, 
London SE9 6SN, England. 


Telephone: 01-850 9131 
a SALES 
Norlon) = PARTS 


Western Canada's Largest stocking 
dealer for all 750cc models! 


MAIL ORDER SERVICE ANYWHERE! 
Chopper Goodies for: 


NORTON HONDA 

TRIUMPH YAMAHA 
BSA KAWASAKI 
H-D SUZUKI, etc. 


FREE CATALOGUE 
CHARIOT CYCLE LTD. 


Box 3534, Station “B,” 303 Selkirk Ave. 
Winnipeg, Manitoba, Canada 


DOUG SCHWERMA 
NOW OFFERS 


CHAMPION FRAMES 


For 
HONDA SUZUKI 
XL-250 BULTACO 
MX—Flat/Track—Short/Track—T.T: 
For free brochure write to: 


Champion Racing Frames 
23684 Clawiter Road 
Hayward, California 94545 


YAMAHA 
KAWASAKI 


CYCLE 


excellent enduro bikes. The bike comes 
a apart quickly using common hand tools. 
Rider Only three special tools are needed to com- 

292JY pletely disassemble the bike: a holder for 
MOTORCYCLE the engine pulley, a threaded extractor for 
CHAIN BELTS 


that pulley, and a puller for the magneto 
flywheel. Ignition timing is accomplished 
with either a normal two-stroke dial gauge 
and spark plug hole adapter, or simply by 
aligning the marks on the flywheel and en- 
gine case when the points open. 

The magnesium wheels are very strong 
and trouble free, but the ones on our test 
bikes would bend if you hit a big rock hard 
enough. Small dents can be hammered 
back, using a wood drift, but one huge 
bend produced a crack when it was 
straightened. Cracks in the wheels do not 
“travel” as it might seem, and we put a lot 
of miles on the bike after the incident. Still, 
wheel cracks are bound to upset owners. 
Heavier wheels will appear on later pro- 
duction units. Our experience would indi- 
cate the wisdom of this change. 

A couple of special materials will be 
needed to maintain the bike properly: sili- 
con seal, either G.E. or Dow-Corning, and 
Loctite. Both are used profusely to keep 
fasteners in place and dirt and water out. 
No lock washers are used on the bike and 





Mert Lawwill says, “The 
new Lance Air™ ventilated 
suit is the greatest thing 
to happen to racing suits 
since leather, I'll be wear- 
ing one for the 1973 season'' 


Write for Catalogue today! 


LANCER LEATHERS 
1511 W, Hatcher Rd, 
Phoenix, Az, 85021 








Enclose 254 in coin for Catas 
logue of all Lancer styles. 





Order from your local Benier or write direct, the Loctite is an absolute necessity. Name 
To order, specify style, and your waist size. > P 5 
Also available—arm bands, keychains, and 24 Rokon’s automatic motorcycle is a IHR 


kt Gold plated belts. Engraved buckles avail- | breakthrough in conventionality. It’s not 


able at slight additional charge. Call or write rfect yet. Its builder: 1 : 
for your Free catalog. Phone 312/637-1007 | Perfect yet. Its builders could trim off some 


weight (and plan to), they could consider 
MM LIMITED rr. a incorporating some sort of neutral so that 
7191 GRAND - CHICAGO 60635 the bike could be pushed easier, and they 


could make it a little quieter. But it's good 
enough, we feel, to revolutionize off-road 


O KKKKKKKKKKKK motorcycling in the areas of play-biking 


Me rain Mectanes forte Motorcycle Ius. and enduro-riding; with more work it may TRIPLE CHROME PLATING 


City,'State//Zip 


m'm'n'mmm'm'm"m"m n m n" a" "n" n 





Feed ee revolutionize motocross too. But one way : : 
Both our Home-Study and Resident courses ean | | Or the other, it’s going to make off-road Aparts Dee Gnu plated, Give De make 
renace Yoi Dot 1A ERETISS Career Inthe li f folks wh Aodh of cycle when writing for free price list. 
Wide -open field. ıons out of folks who never t oug tE ey Dealer inquiries invited. W. Swirin-CY 
Vrlteifoday for details aee (il veterana ¿be were all that hot or all that brave, and that 2446 3rd St., Fort Lee, New Jersey 07024 
sure to inquire about approved courses! . . ^ J 
ES COAST TRAIN SERVICE. car (503) esas ix is something that only the best motorcycles Phone: 201-947-3092. 
Contact Perry F. Mills......1125 21st Street, Milwaukie, Oregon . are able to do. © 


YOU CAN NOW BE ASSURED OF GETTING 

THE PROPER GENUINE REPAIR PART FOR ALSO | 

YOUR HARLEY BY ORDERING FROM A E 
AS NEAR AS YOUR MAIL BOX! GENUINE FACTORY PARTS CATALOG. 
A COMPLETE INVENTORY OF Saisons MvaRDIe wen ner WORLD WIDE SHIPPING 
GENUINE HARLEY - DAVIDSON 0 Sr Wwithcavcurrent factory price list -7 O 
FACTORY REPLACEMENT PARTS. 


| 


of 
BRAND NEW CRATED 1973 
* 1961-1973 SPORTSTER -à SPORTSTERS 


ELECTRA-GLIDES 
* 1961 - 1973 SERVI-CAR 


| ET * 1961-1973 SUPER €: ELECTRA GLIDES SUPERGLIDES 


(SEND FOR INFO & PRICES) 
EACH CATALOG $7.00 POSTPAID 
(>) 


AMERICAN HARLEY-DAVIDSON SUPPLY CO. INC. 


DEPT. 22 BOX 687 OXNARD, CALIFORNIA 93030 U.S.A. 
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Bates— 
the Leathers that 
suit the Champions. 


MAIL THIS AD FOR YOUR FREE CATALOG! 


BATES INDUSTRIES, INC. 
701 W. Cowles St., Long Beach, Calif. 90801 





Name: 





Address: 





City: State: Zip: G 


Kind of Body 
You Want 


... and l'Il Show You How 
EASILY You Can Have It! 


ust tell me, in coupon below, the 
kind of body you want—and I'll give 

it to you SO FAST your friends will be 
amazed! ‘‘Dynamic-Tension,’’ my easy, 
15-minutes-a-day method, will make 
your chest and shoulders bulge 
...&rms and legs surge with 
power ... your whole body 
A feel “alive”! 


Learn 

FREE BOOK howl 
became “World's Most 
Perfectly Developed 

» Man." Mail coupon 
\for my free illus- 
À trated 32 page book. 
CHARLES ATLAS 


















| Dept. 226D 
a 115 E. 23rd St. 
Ner 1) N.Y.C. 10010 
A MAIL THIS 
= p t COUPON NOW! 
| essc ree a er e ERR | 
CHARLES ATLAS, DEPT. 226D 
I 115 East 23rd St., New York, N.Y. 10010 l 


| Pear Charies Atlas: Here's the Kind of Body I want: l 
(Check as many as you like) 


D Powerful Arms, Legs, Grip l 
Shoulders 


More Weight—Solid— O Slimmer Waist, Hips 

in the Right Places O Better Sleep, More Energy | 

Send me absolutely FREE a copy of your famous book 
showing how ''Dynamic-Tension'' can make me a new 
man—32 pages, crammed with photographs, answers to 
vital questions, and valuable advice. No obligation. 


| [O Broader Chest, 


NAM aio ca a a e NA Age... | 
(Please Print or Write Plainly) | 


In England: Charles Atlas, 21 Poland St., London W. c 





All the Catalog you'll ever need... 









VISIT OUR ONLY STORE IN MINEOLA, N.Y. 
Free gifts to all out-of-town visitors 





SEND 






OF "MiNEOV" 


Name — 


lowest = ...Only 60¢ - ; 


HONDA of MINEOLA 


336 Jericho Turnpike, Mineola, N.Y. 11501 © (516) 248-5775 


Send me_______Honda catalog(s). Enclosed is payment of $ 


for all the accessories 


you'll ever want... 
for dirt and road. 


($1.50 by Air Mail anywhere in the world) 


Over 80 pages full of everything for 
Honda and other makes. Written 
BY cyclists FOR cyclists. No item 

listed without meeting high ks 

Honda of Mineola standards. — 
Photos of items in use. Always 
up-to-date...revised 4 times a 

year. Worldwide one day mail order 
— by phone or mail. 

FREE COLOR DECAL with catalog 


COUPON or CALL TODAY! 









Address. 








City. 








State. Zip. C 








Accessory House 

American Harley Davidson Supply 
American Honda . 

American Honda 

American Jawa 

American M/C Mechanics School 
Ancra 


Bates Leather Shop 
Bell Helmets 
Berliner Motor _ 
Bikoni 


BMW 

BSA (Rickman) ___ 
BSA (Triumph) .. 
BSA (Triumph) ... 
Bultaco 


California Honda 

Castrol 

Carbooks 

Carlisle Tire & Rubber Co. 

Central Tool 

Chaparrel 

Champion Frames 

Champion Spark Plug Co 

Chariot Cycle 

Comerfords 

Cosmopolitan Motors ... 

Custom Cycle Delight __ 13 
Cycle’ Discount G0; u =... 2.223 134 


Paul Dunstall 


E. C. Tapes 
Elite Motors ___ 
Euro-Bike 


Florida Cycle Supply ..... 
Foremost Insurance .... 


Hap Jones 
Hang Ten 
Harley Davidson __- 
Holsclaw Brothers _..- 
Honda of Mineola 
House of Honda 





ILC 

International Sports Cycles ... 
Judson 

Kawasaki Motors 


KK Motorcycle Supply 
Kool Breeze Seat 


LANGE Rs === 
Langlitz Leathers _- 
Le Mans 





Motorcycles Tires & Accessories__ 
Motorcycle Underwriters 


National Technical Schools 
Norton Villiers 


Harvey Owen ... 


Pabatco/Hodaka 
Paulson 
Premier 





Quaker State Oil 


Racecrafters 

Rats Hole 
Reynolds (Winston) 
Routts 

Russ Rio Corp 





Slaymaker Lock Co. . 
Sun Chemical 
Swirin Sales 





Thermo Chemical Corp. 
Todd's 

Tombstone Cycle ____ 
Trophyland U. S. .A 


U. S. Navy 
U. S. Suzuki _ _.- 
U. S. Suzuki 


VEO p se en nee - 90 
Vicete 


Yamana 
Yankee 
Yokohama Rubber Co. - 
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Free Information Service 























Here's how you can get additional information at no charge, or New Products Editorial Listing, for which you want additional 
concerning products and services advertised in this issue, and items information. (Key numbers for advertised products also.appear in 
mentioned in the New Products Editorial Section. advertiser's index on the opposite page.) 

1. Clip one of the coupons (two are provided in the event a second 3. Paste the coupon on a government post card or place it in an 
person reading this copy wishes to use the service). Print or type your envelope and mail to: h 

name and address where indicated. Be sure to include Zip Code. CYCLE, P.O. Box 2904, Clinton, lowa 52732 

2. Please answer a// questions and circle the number on the coupon 4. Your request for information will be forwarded to the appropriate 
which corresponds to the number at the bottom of the advertisement, companies. Please allow 4 to 6 weeks for them to fill your requests. 
EXPIRES MAY 28, 1973 cc 4/73 1234 F EXPIRES MAY 28, 1973 ‘CC 4/73 12:3 
Name Name 

Address Address 

City see ean A «Stglg- c. = Zip iCode | City=2 = ES Staten = = Zip Gode 

PLEASE ANSWER ALL QUESTIONS BELOW AND TYPE PLEASE ANSWER ALL QUESTIONS BELOW AND TYPE 

OR PRINT AS CLEARLY AS POSSIBLE OR PRINT AS CLEARLY AS POSSIBLE 


1. How many motorcycles do you now own? 1. How many motorcycles do you now own? 
AD1 BO2  CLl3or more D O None | AD1 BO2 CcO3ormoe DO None 


FOR MOTORCYCLES CURRENTLY OWNED, PLEASE COMPLETE | FOR MOTORCYCLES CURRENTLY OWNED, PLEASE COMPLETE 
THE FOLLOWING: THE FOLLOWING: 
Answer for most recent purchase if more than one is owned. Answer for most recent purchase if more than one is owned. 


2. What make? 
ALI BSA DO H-D G O Kawasaki JO suzuki 


2. What make? 
ALI BSA DOH-D GO Kawasaki J O Suzuki 


10. How much do you plan to spend on motorcycle accessories (e.g. 
protective clothing, goggles, special instruments, tools, mirrors, 
etc.) within the next 12 months? 
1 O Less than $30 3 L1$50-$59 5 [1$100-$149 7 L1$200-$299 
2 [1$30-$49 4L1$60-$99 6 [1$150-$199 8 O $300 or more 


. What is your age? 
ALlunder18 CO21-24 EU35-44 GO55-64 
B 018 -20 DO25-34 FLl45-54 H65 or over 


10. How much do you plan to spend on motorcycle accessories (e.g. 
protective clothing, goggles, special instruments, tools, mirrors, 
etc.) within the next 12 months? 
1 DO Less than $30 3L1$50-$59 5[1$100-$149 7L1$200-$299 
2 0 $30-$49 4L1$60-$99 6L1$150-$199 8 [$300 or more 


11. What is your age? 
AUUnder 18 CO21-24 EO35-44 GO55-64 
B [118 -20 DO25-34 FO45-54 HO65 or over 


1 


ey 


For information on items circle numbers below. 

1 2 3 4 5 6 7 8 9 10%: -117*.42* 13) 7147715 
16/13177:."18: 51920 52d. "22 1023. 24 925. 26. 27. 28 729" 30 
31 32 33 34 35 36 37 38 39 40 41 42 43 44 45 
46 47 48 49 50 51 52 53 54 55 56 57 58 59 60 
61 62 63 64 65 66 67 68 69 70 71 72 73 74 75 
76 77 78 79 80 81 82 83 84 85 86 87 88 89 90 | 76 77 78 79 80 81 82 83 84 85 86 87 88 89 90 
91:7192:3293, —94- .95:5196: -97--:98- 99 100 91-.92 93 294 95 .96. 97 .98 99.100 
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For information on items circle numbers below. 
2 3 4 5 6 7 8 9771073117 71259137714: 15 
16 17 18 19 20 21 22. 23° 24 25 2627028229 30 
31 32 33 34 35 36 37 38 39 40 41 42 43 44 45 
46 47 48 49 50 51 52 53 54 55 56 57 58 59 60 
61 :62.- 63: 64 65. -66-:.67..68.-69- 70. 71.. 1206213714575 


BOBMW  ELlHodaka HO Norton KO Triumph | BLlBMw EO Hodaka HO Norton KO Triumph 
co Bultaco FO Honda |! O Ossa L O Yamaha | en Bultaco F O Honda 1 O Ossa L O Yamaha 
MU Other MU Other 

3. What engine size? | S what engine size? 

A O 40-99cc D U] 300-399cc G O 600-699cc | A O 40-99cc D U 300-399cc G U] 600-699cc 
B O 100-199cc E O 400-499cc H O 700-799cc B U 100-199cc E [1400-499cc H O 700-799cc 
C 1) 200-299cc F [1500-599cc J Dso0c&up | c £ 200-299cc F 0 500-599cc J 0800cc & up 

4. Excluding motorcycle (s) currently owned, had you previously | 4. Excluding motorcycle(s) currently owned had you previously 

owned a motorcycle? 1 [0O Yes 2 o | owned a motorcycle? 1 [O Yes 2 O No 

If YES: If YES: 

5. What make? (Most recently owned, if more than one.) | 5. What make? (Most recently owned, if more than one.) 
AUBSA DOH-D G U Kawasaki K O Suzuki | A O BSA D O H-D 'G O Kawasaki K O Suzuki 
B O BMW E O Hodaka HO Norton L O Triumph B O BMW E O Hodaka HO Norton L O Triumph 
€ E Bultaco F O Honda J O Ossa MLI Yamaha | C E Bultaco F O Honda J O Ossa MO Yamaha 
N LU Other N LJ Other 

6. What engine size? (Most recently owned, if more than one.) | 6. una engine size? (Most recently owned, if more than one.) 
1 L140-99cc 4 O 300-399cc 7 U 600-699cc | O 40-99cc 4 O 300-399cc 7 L1 600-699cc 
2 O 100-199cc 5 [] 400-499cc 8 O 700-799cc 2 U] 100-199cc 5 [] 400-499cc 8 U] 700-799cc 
3 O 200-299cc 6 O 500-599cc 9 0800cc & up | 3 [1200-299cc 6 O 500-599cc 9 O 800cc & up 

7. Do you plan to buy a new motorcycle within the next 12 months? | 7. Do you plan to AY a new motorcycle within the next 12 months? 

Yes B LI] No | Yes B O No 

IfS YES: If YES: 

8. What make are you most seriously considering? (Check ONE.) | 8. What make are you most seriously considering? (Check ONE.) 
AUBSA DÜH-D GO Kawasaki J O Suzuki | AL]BSA DÜH-D G L] Kawasaki JO Suzuki 
BUBmw EL Hodaka HO Norton K O Triumph BUBMwW EQ Hodaka HO Norton KO Triumph 
ca Bultaco F [Honda I O Ossa L O Yamaha | d Bultaco FL]Honda I O Ossa LO Yamaha 

Other MU Other 
9. What engine size? | 9. What engine size? 
A O 40-99cc D U] 300-399cc G U 600-699cc | A L140-99cc D O 300-399cc G O 600-699cc 
B L]100-199cc | E O 400-499cc H U 700-799cc B [1100-199cc E [1400-499cc H O 700-799cc 
C [1 200-299cc F [1500-599cc J 0800cc & up C O 200-299cc F L1500-599cc J 0800cc & u 
p 
| 








Touring Europe ’73 









Save on the TAX-F REE motor 
cycle of your choice. Save on 
clothing, helmets, cissy bars 
and all other accessories. 
Comerförds are No 1 in 
Europe for all Personal 
Export deals. 
Post the coupon TODAY and 
receive, by return, full details 
of the Comerford service, spares, 
clothing, accessories and 
insurance — and unbeatable 
rates. A deal with Comerfords 
could save you more than 
your air fare. 





















To: Comerfords, Oxford House, 
Portsmouth Road, Thames Ditton, Surrey 
LONDON, England 


| Please send me full details of the Comerford Personal 
| Export Service 
1 
















| Name 
Address 
City 

















l State 





comerfords 
of London, England 





fight birth defects 
Give MARCH OF DIMES 


CYCLE 


DISCOUNT CATALOG 


SAVE 
YOURSELF! 
on YourSGOOT 


1000'S or accessory ITEMS 
OVER 100 PACKED PAGES 
ABSOLUTELY LOWEST PRICES 


SEND $2.00--- REFUNDABLE 


ES, CYCLE DISCOUNT COMPANY 


P.O. BOX 116 
ROHRERSTOWN, PENNSYLVANIA 17571 


C 


Quality Custom and Competition Motorcycle Equipment 


BARGAIN HUNTERS! 


DISCOUNT GOODIES: 
CHOPPER — TOURING —REPAIR PARTS 


CHEAP! 


Tanks, Fork Tubes, Handlebars, Cable Kits, Highway Pegs, Mufflers, 


Sissybars, Frames, Hardtails, Saddlebags, Windshields, Seats, Tires, 
and much more for: 
HONDA — YAMAHA — KAWASAKI — SUZUKI — 
TRIUMPH — BSA — NORTON — HD etc. 


FREE CATALOG 


TOMBSTONE CYCLE 


820 KILDONAN DRIVE, WINNIPEG, MANITOBA, R2W-3R4, CANADA 















BASICS Continued from page 70 


through. Your two brake shoes will then 
be working together. 

You can do yourself a major kindness, in 
very little time, by moving the controls to 
suit your size and favorite riding position. 
Handlebar levers are secured by pinch 
bolts which, when loosened, allow the 
levers to be rotated on the bars. For most 
people the best lever position is just under 
their extended fingers when their hands are 
on the bars and they’ve assumed a straight- 
arm position. Individual preference may 
vary slightly from that setting, but any 
substantial departure will force arms and 
fingers into peculiar angles. 

Human ankles will comfortably rotate 
no more than 30 degrees, and both the 
brake and gear shift pedals should be ad- 
justed so that your own ankles aren’t asked 
to do anything unnatural. The brake ped- 
als on some bikes are adjusted up and 
down by tightening or loosening the brake 
rod itself, but most have an adjustable 
stop, and putting the pedal at a comforta- 
ble height is a matter of a moment’s 
wrenching. Just be careful that you do not 
move it beyond the taillight switch’s work- 
ing range. 

Locating the shift pedal at the right level 
is more important, because your toe must 
lift as well as press this control. Get it too 
low, or high, and you can find yourself 
missing shifts, or having to lift your foot 
completely off the peg to get full gear en- 
gagement. And a shift-lever maladjustment 
can be absolutely diabolical: we’ve had 
bikes that made us suspect some dreadful 
transmission insufficiency by their habit of 
repeatedly popping out of gear, and then 
we've found that simply adjusting the ped- 
al position to keep its travel comfortably 
within ankle range was a complete cure. 
There have been times, too, when we've 
had bikes with more total gear lever travel 
than any of our ankles were prepared to 
give, and we've found in such instances 
that an oversized rubber nubbin on the 
lever helps a lot. 

An adjustment that frequently is entirely 
misunderstood is the stepped cam ring at 
the base of each rear shock absorber. This 
device influences only the spring pre-load, 
and in consequence, the bike's ride height; 
it has nothing whatever to do with the 
shock's damping properties. The cam ring 
usually provides three positions, and these 
are for, in ascending order, light riders, 
heavy riders, and those addicted to either 
packing double or riding over their heads. 
We usually end up with the springs 
cranked up to maximum pre-load on our 
test bikes, as this hoists them up in the air 
and gives them a little more cornering 
clearance. We can't recommend this set- 
ting to everyone, as there is much more 
tendency for the shocks to “top” (hit the 
end of their travel on extension) than with 
the middle or low setting. 

The final adjustment you should know 
about concerns the chain. The owner's man- 
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SPECIAL ANNOUNCEMENT FOR 
READERS OF CYCLE MAGAZINE 


The all-new, 


1973 CYCLE BUYERS GUIDE 


is scheduled to go on sale nationally April 19, 1973. 


AND YOUR NEXT BIKE IS HERE 


Whether you dig the sporty minis or the 750cc biggies that do everything but peal potatoes, you can 
“shop” your next bike here before you hit the dealers. And that's just where things get started ... here's 
the whole bike-buying riff. A gang of no-nonsense advice from the pro's on how to decide what you 
need and can afford. It includes everything they're putting down for 1973, complete with specs. 


YOU CAN RESERVE YOUR COPY NOW AT THE SPECIAL 
PRE-PUBLICATION PRICE OF ONLY $1.00 POSTPAID 


This offer is being made to readers of CYCLE Magazine only. PUBLICATION PRICE OF ONLY $1.00, POSTPAID, by com- 
Regular price is $1.50. Copies will also be available by mail pleting the Reservation Form and returning it promptly along 
for $1.85, which includes postage and handling charges. YOU with your remittance. CYCLE BUYERS GUIDE will be mailed 


CAN RESERVE YOUR COPY NOW AT THE SPECIAL PRE- to you on or before April 19 from first-off-the-press copies. 
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or four-cycle machines. 
Try Castrol GRAND PRIX 
Motorcycle Oils. Discover 
why Castrol Leads. And 
Lubes the Leaders. 

"Now available in SAE 50 too. 


Castrol Oils Inc. New York, N.Y.% 


For your 4-wheel hauler, try Castro! GTX Motor Oil. It's great. 


Castrol GRAND PRIX Motorcycle Oils. 
Out in front. 2 blends. For two-cycle” 








ual will give you the fundamental proce- 
dure, but it probably won’t mention the 
one thing you really should know: that 
chain tension should be checked with the 
bike pulled down on its shocks until the 
swing arm (that hinged frame to which the 
rear wheel is attached) is level with the 
pavement. You see, the distance from the 
transmission sprocket to the rear axle is 
greater than from the swing arm pivot, and 
if you adjust the chain with the swing arm 
angled down, or up, for that matter, it will 
tighten as the arm comes up to the hori- 
zontal position. You can adjust chain ten- 
sion by the book, but you should check to 
see if it’s toe tight with the bike loaded to 
its normal ride height. 

Motorcycles frequently have a series of 
markings on their swing arms to help you 
get the rear axle realigned after you’ve 
moved it to adjust the chain. We will con- 
cede that the marks are a better guide than 
wild, eyeball guessing, but only incremen- 
tally better and considerably short of satis- 
factory when there are more accurate ways 
of getting a bike’s rear wheel pointed in the 
right direction. Our favorite method in- 
volves the use of nothing more rare and 
expensive than a long string. You put the 
bike up on its center stand, aim the front 
wheel as straight ahead as possible, then 
take a double turn around the rear tire and 
rim with the string and, finally, stretch the 
string’s free ends forward past the front 
wheel. The string must be attached fairly 
low on the rear tire before it will pass un- 
der the bike, but you'll want it as high as 
possible for accuracy. The idea here is to 
make a straight line across the sides of the 
rear tire, leading forward to the front 
wheel, with each string. Thus, if the rear 
wheel is misaligned, this will be revealed 
by the offset in the strings up at the front 
wheel. Here, too, a little thought, time and 
care will be required to do the job right, 
but it’s a fairly simple method for rear 
wheel alignment. 

None of these various close adjustments 
will, by itself, make a big difference in the 
way a bike works for its rider. You may 
not even think the total difference is worth 
having, as so many riders successfully cope 
with spongy brakes, mislocated controls, 
sloppy throttles and rear wheels that point 
several degrees to the side. If you really 
want to let yourself in for a shock some- 
time, then just go through this adjustment 
drill after you’ve taken delivery on a new 
motorcycle. You'll discover that a lot—in- 
deed maybe all—of these little areas are 
completely out of whack. Then you’ll 
know why experienced riders do the little 
adjustments themselves. 

If you don’t think the results are worth 
the effort, you should watch an old pro like 
Dick Mann getting one of his motorcycles 
ready to race. He, and the other experi- 
enced professionals, know that the track 
offers enough challenges without having to 
fight the motorcycle as well. You can’t af- 
ford to think that the highway, and traffic, 
is any less demanding. © 
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For a flying America...Here’s 


AMERICA’S 





FLYING BOOK 


The spacious skies of general aviation in one handsome 
volume. And it’s piloted by the editors of FLYING Magazine! 





America’s 
Flyino Book 


BY THE EDITORS OF FLYING MAGAZINE 
FOREWORD BY ERNEST K. GANN 


TAKEOFF: 
Cleared and immediate. 
DESTINATION s 


You and your flyi i 
) ying friend. 
deserve this Special book. "o 


DEPARTURE FROM: 
Ziff-Davis' Flying Magazine. 


ACCOMMODATIONS: 
First class. 








Here's one of the most authoritative books ever published on 
general aviation—viewed with knowledge, understanding, 
fondness and wit by well-known aviation authors whose work 
regularly appears in FLYING Magazine. 


FOR PRO AND TYRO, FLIER AND FANCIER 

There's something for everyone in AMERICA'S FLYING BOOK. 
You'll learn what your first flying lesson will be like and also how 
to buy an airplane—navigation and air traffic control... air racing 
... aerobatics... homebuilding... antiquing . . . sport flying. 

It’s a complete wrap-up of the best in general aviation. 

Written for aviation buffs and pilots alike, this book with more 
than 300 pages and over 140 photos covers the solid details 
about learning to fly, the thrills of various kinds of flying and even 
the exotic aspects of flight. 

You know the pilots too. Such well-known contributors as James 
Gilbert, Peter Garrison, Richard Weegham, Robert Blodget and 
Stephan Wilkinson—with a foreword by Ernest K. Gann. Their 
expertise and wisdom give wings to this outstanding volume. 


AVAILABLE FROM FLYING MAGAZINE 


By special arrangement with the publisher, Charles Scribner's 
Sons, readers may order copies of AMERICA'S FLYING BOOK 
direct from FLYING Magazine. 


Cost per copy is only $12.95—a small investment for a book 
that will become an important part of your aviation library. 


America's Flying Book + Zitf-Davis Publishing Co. 

Dept. 23 + One Park Ave., New York, N.Y. 10016 

Please send copies of AMERICA'S FLYING BOOK @ $12.95 
each plus 50c per copy for postage and handling. 

is enclosed. 


ment in the amount of $ - 
Eid Y O BankAmericard mum 


O Charge: [] American Express 





Account # 








Signature 





Print Name. 





Address 


A Zp ETT 
City State 





Match the symbol to your kind of riding 
at your Honda dealership. 





Dirt Bikes Minibikes On/Off Road Bikes 





Road Bikes 


Trail Bikes Hondaline 


For 1973, more than ever before, 
Honda has it all! 


©1973 American Honda Motor Co., Inc. 
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NORTON Cont'd from page 89 


ton was even considering an adjustable-ge- 
ometry design, adaptable to meet the de- 
mands of varying circuits, before settling 
on a compromise that puts the weight an 
inch back from last year. Isolastic mount- 
ings carry the engine, conventional Com- 
mando fashion at the top and front, while 
two plain rubbers are fitted above the gear- 
box. To add lateral control at the rear, iso- 
lastic adjusters are sited between the 
swinging arm pivot and downward exten- 
sions of the frame. 

Extensive wind tunnel testing was large- 
ly responsible for a new low drag fairing, 
which uses the rider as part of the stream- 
lining at full tramp. Norton stays commit- 
ted to the ducted air principle, but this 
time no separate engine cowl is required. 
Instead, the frame/tank construction 
forms the appropriate tunnel. The air en- 
ters through the front aperture, does its 
clever contortions through the engine fin- 
ning, finally dispersing into the turbulent 
area through vents in the rear of the seat. 
Air for the carburetors follows a similar, 
but separate route, entering the carburet- 
ors at ambient temperature. 

Overheating, a source of concern during 
1972, had origins in the Commando low 
oil delivery rate; simply, the pint-per-min- 
ute output didn't allow the oil to act as an 
efficient heat dissipating agent. The Dayto- 
na make-shift of fitting oil coolers behind 
the seats, seémed a permanent cure until 
Silverstone in August. By then, the JP 
Nortons possessed considerably more pow- 
er (you can believe 68 bhp at the rear 
wheel) and the original problem returned. 
After Silverstone, Williams had the coolers 
mounted in the front of the fairings, with- 
out convincing himself it was the right 
move. Now the coolers return to the back- 
behind position, where they receive great 
blasts of cooling air provided by the new 
fairing configuration. A mid-season aim is 
to increase the basic oil flow rate. 

Under the headings New, Modified and 
Improved are listed most of the major en- 
gine components. These include the cam- 
shaft, crankshaft, crankcases, cylinder bar- 
rel and cylinder head. And to make sure 
there's no mistaking the new machines, 
John Player stylists have introduced a pre- 
dominately white color scheme, picked out 
with red, blue and gold. 

The Thruxton new-look extends to team 
composition. Last year, the John Player 
Norton team always totaled three; Peter 
Williams, Phil Read and Tony Rutter ini- 
tially; then Williams, Read and Mick 
Grant. Now it becomes only two, Peter 
Williams and John Cooper, the Coop pre- 
sumably satisfying John Player's “‘big 
name" stipulation and Norton's prayer for 
team compatibility. Grant was probably 
the victim of the PR people's “never heard 
of him" brilliance, while money and per- 
sonality clashes were definite reasons for 
Phil Read finishing securely in the MV 
Agusta camp. e 
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If you want a two-stroke 
lubricant for your Suzuki that 
does more than just lubricate, 

you have a choice of one. 


But one is all you need. Suzuki combustion: so your Suzuki runs more and carbon deposits. 

CCI Lubricant. efficiently. And if that’s not enough, it 
For Suzuki CCI (Crankcase Cylinder It reduces spark plug fouling, ring lubricates too. 

Injection) systems. sticking, piston seizure, excessive wear Suzuki CCI Lubricant. 










The only choice if you want your Suzuki 
to run its best. Sold only at 
Suzuki dealers. 

U.S Suzuki Motor Corp., isuzwa| ® 


The only lubricant that's specially ge EX 
designed and blended to perform more 
efficiently in your Suzuki engine. 

CCI'5 special formula delivers at 


















high rpms. It resists thinning at high 2 o 13767 Freeway Dr., Dept. 4036, Santa Fe 
engine temperatures. > Springs, CA 90670. In Canada, Radco Sales, 
It gives greater lubrication at high m 4 Ltd., 1107 Homer Street, Vancouver, B. C. 
and low rpms, it helps achieve complete suzuK! 3 
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Suzuki: built to take on the country. 
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\ 650cc. 
Cycle Magazine says: 
“The best 650 touring | 
bike we ever tested!" 
Class winner at 
Bonneville! 5-speed | 
engine with gleaming 
twin 29mm concentric | 
Dellorto carbs. | 
Smooth and easy | 
handling even on | 
high speed corners. 
Gets up to 1154-1 | 
Double leading front | 
shoe brakes hold | 
instantly! Tornado... 
when you want more 
from a motorcycle! 











. The famous J . 65cc. Here's a 4 (NO. 180cc's of The little brother of 





Dynamo series is now better * real miniaturized motorcycle “ brute power! World's the Benelli line of Real 
than ever! Powerful on or . that's engineered for most powerful mini-cycle Machines! 65cc's of 
off the road, this mini-cycle is super-easy operation. Gas that's only mini in size! miniaturized motorcycle. 
| the real thing! 65cc, 4-speed and brakes are the only 4-speed engine with foot This one has an automatic 
engine with foot shift controls. 7” knobby tires shift transmission. clutch and transmission. Just 
transmission. 10” knobbys provide a soft ride. Folding Hydraulic Marzocchi forks. climb on and go! This little 
| and skid plate. Complete ` handlebars and retractable High ground clearance. beauty folds down to suitcase 
| lighting, speedometer and luggage rack let you take it Folding handlebars and size. Put it in the trunk of 
horn. Lots of built in exclusive with you for fun anywhere retractable luggage rack. your car and take it 
safety features! Street legal.* you go! The big, comfortable Easily carries 2 adults and anywhere. Instant fun and 
Same as above saddle is designed for easy ' all their gear! Complete excitement! Kick starter, 
| without lights; speedometer - riding. All the famous Benelli lighting, horn and lights, horn and speedometer, 
; or horn. safety features are included speedometer. You've got to Street legal; ES 
i nets and ne compiere lighting. try the yaranc to = vna . The same 
j ; à orn and speedometer make a mini-cycle can really do. machin without ligh , horn 
Dynamo II with streettires "the Hurricane street legal.* x Street legal." or ne NH 


and no skid plate. 





*Street legal in most states. Check local regulatior 


at 


ALL MINI-CYCLES ALSO AVAILABLE IN CANADA 
| SOLE U.S. IMPORTERS; COSMOPOLITAN MOTORSSNC. / HATBORO, PA. 43040 
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